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FRIDAY, APRIL 24. 





Train Accidents in March. 
The following accidents are included in our record for the 
month of March : 





COLLISIONS. 
REAR. 

Ist, a. m., freight on Union Pacific ran into 
freight near Ames, Neb., wrecking several cars an 
3 men in the caboose. 

4th, night, freight on Wabash, St. Louis & Pacific ran into 
another freight, which was just going on a siding, in Moberly, 
Mo., damaging engine and several cars and injuring engineer 
and fireman. 

5th, night, passenger train on Illinois Central ran over a 
misplaced switch and into some freight cars on a siding at 
Tucker, Ul., doing some damage and injuring a brakeman. 

7th, p. m., freight on Pennsylvania Railroad broke in two 
near Elizabeth, N. J., and rear section ran into forward one, 
damaging several cars and killing a brakeman. 

Sth, night, freighton Pittsburgh, Fort Wayne & Chicago 
ran into rear of a passenger train which had stopped at New 
Galilee, Pa., doing some damage. 

12th, a. m., freight on New York Central & Hudson River 
ran into preceding freight near Hudson, N. Y., damaging 
several cars. 

16th, a. m., freight on Pennsylvania Railroad broke in two 
near Greensburg, Pa., and rear section ran into forward one, 
wrecking 12 cars, killing 3 tramps who were stealing a ride, 
and injuring 3 others. 

16th, night, freight on New York, Lake Erie & Western 
broke in two near Forest, Pa., and the rear section ran into 
forward one, wrecking several cars and injuring a trainman. 

16th, night, freight on Erie & Wyoming Valley broke in 
two near Pittston, Pa., and rear section ran into forward one, 
wrecking 2 cars. 

18th, very early, freighton Indiana, Bloomington & West- 
ern ran into preceding freight near Indianapolis, Ind., wreck- 
ing 2 cars. 

Toth, early, freight on Pennsylvania Railroad broke in two 
near Allegrippus, Pa., and the engineer putting on speed to 
keep clear of the detached cars, ran into preceding freight, 
wrecking 15 cars, killing 1 trainman and injuring 3 others 
badly. 

19th, early, freight train on Pennsylvania Railroad ran 
into preceding freight, which had been stopped by a wreck, 
at Paoli, Pa., wrecking 10 cars; killing fireman and injuring 
2 other trainmen. The wreck caught fire and a number of 
cars were destroyed, 

20th, night, freight on New York Central & Hudson River 
ran into some cars which had broken loose from a preceding 
freight near Lockport, N. Y., damaging engine, wrecking 
several cars and injuring the fireman, The wreck caught 
fire and 7 cars were burned up. 

2st, night, freight on Cincinnati, New Orleans & Texas 
Pacific ran over a misplaced switch at South Fork, Ky., and 
into some freight cars standing on a siding, wrecking 3 of 
them. 

25th, a.m., freight on Lllinois Central ran into precedi 
freight near Grand Junction, Tenn., damaging engine an 
several cars; killing 1 trainman and injuring another. 

25th, night, freight on Wabash, St. Louis & Pacific broke 
in two near Hannibal, Mo., and rear section ran into for- 
ward one wrecking several cars and injuring 2 trainmen. 

25th, night, second section of a passenger train on 
Louisville & Nashville ran into rear of the first section, near 
Montgomery, Ala., damaging 2 cars and injuring 5 passen- 
rers. 

. 26th, a. m., coal train on New York, Lake Erie & Western 
ran over misplaced switch into another coal train standin; 
on a siding at Vail’s Gate, N. Y., damaging several cars an 
the engine. 

27th, night, freight on Elmira, Cortland & Northern ran 
into preceding freight near Ithaca, N. Y., wrecking several 
cars. 


bps m3 
injuring 


BUTTING. 


5th, night, butting collision between two nger trains 
on Illinois Central near Grenada, Miss. , wrecked nan engines, 
3 baggage cars and 1 passenger car, killing both firemen and 
aman who was stealing a ride, and injuring 3 trainmen and 
10 passengers. It issaid that one of the trains had orders to 
wait for the other, but failed to do so. 

Sth, very early, butting collision between two er 
trains on Alabama Great Southern near Atialla, Ala., wrecked 
both engines and 2 cars. Two trainmen were hurt. The 
south-bound train had had orders to meet the other at preced- 
ing station, but it is said that the engineer forgot to stop 
there. 

8th, a. m., butting collision between two freights on Chi- 
cago & Iowa near Rochelle, [l., damaged both engines and 
several cars. The collision was caused by mistake of a 
dispatcher, who had given orders to one train but not to’ the 
other. 

8th, a. m., butting collision between two freight trains on 
Atchison, Topeka & Santa Fe, near Lawrence, Kan., 
wrecked both engines and several cars and injured 4 train- 
men. One of the trains had received order to take siding at 
Lake View, but the conductor misread order and supposed 
it was Lawrence. 

12th, a. m., butting collision between a passenger train and 
a yard engine on Cincinnati, Hamilton & Dayton in Cincin- 
nati, O., damaged both engines. 

17th, a. m., butting collision between two freights on Bur- 
lington, Cedar Rapids & Northern near Iowa City, Ia., 
wrecked both engines and a number of cars and injured both 
engineers. The accident was caused by mistake of train dis- 

vatcher. 

' 19th, a. m., butting collision between two freights on Bal- 
timore & Ohio near Vienna, Pa., damaged both engines and 
several cars. 

20th, early, butting collision between a mger and a 
freight train on Burlington & Missouri River road, near 
Berks, Neb., damaged 3 engines and injured an engineer. 

22d, night, butting collision between two freights on 
Chicago, Burlington & Quincy, near Villisca, Ia., wrecked 
one of the engines and 4 cars, killing an engineer and injur- 
ing a fireman. 

24th, a. m., butting collision between two freights on 
Pittsburgh, Fort Wayne & Chicago, near Porter, Ind., 
wrecked 4 locomotives and 20 cars. 

26th, night, butting collision between passenger train and 
shifting engine on Rome, Watertown & Ogdensburg, in 
Watertown, N. Y., damaged both engines considerably. 

27th, p. m., butting collision between two freights on East 
Tennessee, Virginia & Georgia, near Chattanooga, Tenn., 
wrecked both engines and several cars and injured a fireman. 
The accident was caused by a-misunderstanding of orders. 

27th, night, butting collision between two freight trains on 








Indiana, Bloomington & Western at Hollandsburg, Ind., 
damaged both engines and several cars and injured 2 brake- 
men. One of the trains had been si to stop and take 
the siding, but the engineer was unable to pull up in time. 
81st, night, butting collision between nger and freight 
trains on New London Northern near New aden, Conn., 


damaging both engines. 


CROSSING. 

Ist, night, Cincinnati, Wabash & Michi freight ran 
into Chicago, St. Louis & Pittsburgh freight at the crossing 
in Marion, Ind., i —- cars. 

12th, a. m., freight on Indiana, Bloomington & Western 
ran into a Cleveland, Columbus, Cincinnati & Indianapolis 
freight at the crossing in Bellefontaine, O., ing several 


cars, 

20th, a. m., passenger train on Connecticut River road ran 
into Fitchburg freight at Cheapside crossing, in Greenfield, 
Mass., damaging both engines and injuring 3 trainmen. 


DERAILMENTS. 
BROKEN RAIL. 

Ist, a. m., 2 cars of a passenger train on Hannibal & St. 
Joseph were thrown from the track near Cambria, Mo., by 
broken rail. 

4th, p.m , passenger train on Pittsburgh & Western was 
thrown from the track near Parker, Pa., by broken rail, 
and 3 passengers were hurt. 

4th, night, freight on Texas & St. Louis was thrown from 
the track near Waco, Tex., by broken rail. A brakeman 
was killed. 

8th, night, passenger train on East Tennessee, Virginia & 
Georgia was thrown from the track near Lumber City, Ga., 
by broken rail. 

14th, night, freight on Grand Trunk struck a broken rail 
near London, Ont., and 11 cars were derailed. 

16th, a. m., passenger train on Lake Erie & Western was 
derailed near Alexandria, Ind., by a broken rail, and one 

mger was hurt. 

18th, night, passenger train on Chicago & Northwestern 
was derailed near Harvard Junction, [l., by broken rail. A 
passenger was slightly hurt. 

19th, a. m., 5 cars of freight on Rome, Watertown & 
Ogdensburg were derailed near Charlotte, N. Y., by a broken 
rail. 

25th, a. m., engine and snow-plow on Buffalo, New York 
& Philadelphia were derailed at Prospect, N. Y., by a broken 
rail, injuring 3 trainmen. 

31st, a. m., passenger train on Chicago & Northwestern 
struck a broken rail near De Witt, Ia., and the rear car was 
thrown from the track, injuring 7 passengers. 

BROKEN BRIDGE. 


15th, a. m., bridge on Texas & Pacific road near Arling- 
ton, Tex., gave away under a passenger train and the engine 
and 2 cars went down into the creek. The fireman was 
killed ; the engineer and 2 other trainmen burt. 

18th, a. m., small bridge on the New York, Lake Erie & 
Western near Wallace, N. Y., gave away under a freight and 
5 cars went down and were wrecked. 

SPREADING OF RAILS. 

14th, p. m., engine of freight on Missouri Pacific was 
thrown | the track in Kansas City, Mo., by the spreading 
of the rails, injuring 3 trainmen. 

18th, a. m., several cars of freight on Owensboro & Nash- 
ville were thrown from the track at Tunnel Hill, Ky., by 
spreading of the rails. 

21st, evening, passenger train on Utica & Black River;was 
thrown from the track near Sterlingville, N. Y., by spreading 
of the rails. 

25th, a. m., 2 cars of freighton New York Central & Hud- 
son River were derailed at Corfu, N. Y., by spreading of the 
rails. 

31st, night, passenger train on Chicago, Rock Island & 
Pacific was thrown from the track near Marseilles, Ill., by 
spreading of the rails. 

BROKEN WHEEL. 

17th, night, passenger train on Wabash, St. Louis & Pacific 
was derailed near Mitchell, Il., by broken wheel. 

23d, p- in., car of passenger train on Central Vermont was 
derailed near Gasset, Vt., by a broken wheel. 

BROKEN AXLE. 

7th, freight on Washington, Ohio & Western was derailed 
near Hunter, Va., by broken axle under the tender. 

9th, a. m., 7 cars of freight on Pennsylvania Railroad were 
derailed near Derry, Pa., by broken axle. 

13th, a. m., 3 carsof freight on the White Water road 
were derailed near Cambridge City, Ind., by a broken axle. 

15th, a. m., freight on Cincinnati Northern was derailed at 
Norwood, O., by broken axle. 

26th, very early, 4 cars of freight train on Pennsylva- 
nia Railroad were thrown from the track near Newark, N. 
J., by broken axle. 

29th, a. m., several cars of passenger train on Missouri, 
Kansas & Texas were derailed near Savannah, Indian Ter., 
by a broken axle. 

BROKEN DRAW-BAR. 

22d, very early, car of passenger train on Ontario & 
Quebec was derailed near Moberly, Ont., by a draw-bar, 
which had pulled out and fallen upon the track. The car 
upset into a snowbank. 

DROPPED BRAKE-BEAM. 

19th, early, 3 cars of freight on Pennsylvania Railroad 
were derailed near Paoli, Pa., by loose brake-beam which 
dropped on the rails. 

WIND 


11th, night, 5 cars of freight train on Houston & Texas 
Central were blown from the track near Van Alstyne, Tex., 
by a cyclone. 
MISPLACED SWITCH. 
17th, a. m., freight on Chicago, Milwaukee & St. Paul was 
derailed at Monroe, Ili, by a misplaced switch. A man 
riding in the caboose was killed. 
MALICIOUSLY CAUSED. 
20th, very early, passenger train on East Tennessee, Vir- 
mye & Georgia was derailed near Lumber City. Ga., by a 
r of iron which had been placed on the track evidently for 
the purpose of wrecking the train. Only one car was dam- 
od but a passenger was badly hurt, the end of the bar 
coming up through the floor of the car. 
UNEXPLAINED. 


5th, night, engine of freight on New York Central & Hud- 
son River was derailed in Roc ce x. 

8th, night, 2 cars of freight on Chicago, St. Paul, Minne- 
apolis & Omaha were derailed in Sioux City, Ia. 

14th, a. m., freight on Illinois Central was derailed near 
Carbondale, Il., ing several cars. 

17th, very early, freight on New York, Lake Erie & West- 
ern, was derailed in Middletown, N. Y., blocking the road 
eat a f passen t Ro Ww 

th, a. m., engine o r train on me, ater- 

town & os was derailed in Charlotte, N. Y. 

17th, p. m., several cars of freight on New York, Pennsyl- 
vania & Ohio were derailed near Windham, Pa. 


18th, a. m., several cars of freight on New York, Pennsyl- 
vania & Ohio were derailed near Franklin, O. 

19th, night, car of nger train on New York, West 
Shore & Buffalo was derail at Genesee Junction, N. Y. 

20th, night, engine of freight on Chattaroi road was de- 
railed on a trestle at Ashland, Ky., by broken rail, and fell 
from the trestle, being completely wrecked. The engineer 
was killed. 

21st, night, 2 cars of freight train on St. Johnsbury & 
Lake a ay ey jumped the track on a trestle bridge, at 
Fairbanks, Vt., and went off the bridge, falling 20 ft. The 
conductor was killed and a brakeman badly hurt. 

26th, a. m., several cars of construction train on Erie & 
Wyoming Valley were derailed near Pittston, Pa., and 
wrecked. 

29th, night, freight on Baltimore & Ohio was derailed near 
Port Royal, Pa., and the engine and several cars went down 
ahigh bank and were wrecked, killing the engineer, and in- 
juring 3 other trainmen. 

81st, a. m., engine of nger train on Fitchburg Rail- 
road was derailed at Waltham, Mass. 


OTHER ACCIDENTS. 
BROKEN PARALLEL-ROD. 


5th, night, locomotive of passenger train on New York, 
Lake Erie & Western broke a parallel-rod when near Han- 
cock, N. Y., and the engine was very badly damaged. The 
— was slightly hurt. 

Oth, p. m., locomotive of passenger train on Utica & 
Black River broke both parallel rods when near Grant, N. Y. 
The engine was badly damaged and the fireman hurt. 

12th, evening, locomotive of passenger train on New York, 
Lake Erie & Western broke a parallel road when near Goshen, 
N. Y., damaging engine considerably. 

20th, night, locomotive of pa er train on New York, 
Lake Erie & Western broke a parallel-rod when near Lacka- 
waxen, Pa., and the engine was very badly broken up. 

MISCELLANEOUS. 

8th, very early, as freight train on the Connecting road in 
Cincinnati was passing under a bridge, a locomotive which 
was loaded on a freight car was struck by the bridge and 
thrown from the car. Three brakemen were carried down 
with it; 2 of them being killed and 1 only slightly hurt. 

12th, night, a wheel broke on a car in a ng ood train on 
the New York Central & Hudson River near Looneyville, 
N. Y., but the car did not leave the track. 

24th, evening, a carina Lehigh Valley passenger train, 
while running on the Pennsylvania Railroad track near Ma- 
rion, N. J., was set on fire by an explosion of gas and was en- 
tirely destroyed. 

SUMMARY. 

This is a total of 86 accidents, in which 17 persons were 
killed and 84 injured, a decrease, as compared with March, 
1884, of 29 accidents, 9 killed and 28 hurt. A statement of 
the totals and averages will be found elsewhere. 

The three months of the current year to the end of March 
show a total of 447 accidents, 85 killed and 525 hurt, an av- 
erage per month of 149 accidents, 28 killed and 175 injured. 








Low-Priced Car Wheels. 


At the meeting of representatives of the car departments 
of the various roads interchanging cars at Buffalo, Black 
Rock and Suspension Bridge, held in Buffalo, April 8, as 
noted in our last issue, the following roads were represented: 

Grand Trunk; New York, Lake Erie & Western; Lake 
Shore & Michigan Southern; Delaware, Lackawanna & 
Western; Boston & Albany; Lehigh Valley; Pennsylvania 
& New York Canal and ilroad Co.; Michigan Central 
(Canada Southern Division); New York, West Shore & Buf- 
falo; Philadelphia & Erie and Northern Central; New York 
Central & Hudson River; New York, Chicago & St. Louis; 
Fall Brook Coal Co. 

The advisability of forming a regular club, like those of 
Chicago and Boston, was finally referred to a committee 
consisting of F. M. Wilder, John Kirby and Robert Miller, 
with instructions to revort at the next meeting. 

The matter of extraordinary failures of wheels in freight 
service during the past winter was then referred to and dis- 
cussed at length. The different members referred to the 
breakages on the several roads, assigning as a reason for the 
extraordinarily large percentage of broken wheels, the use of 
very poor material, the improper distribution of metal and 
the light weight, Tle joint inspectors at Black Rock and 
Suspension — stated that in their experience about 10 
per cent. of the broken wheels removed by them were re- 
moved on account of cracked brackets. This was substan- 
tially confirmed by the experience of the different master 
car-builders. From a statement prepared by one of the rep- 
resentatives present it was shown that in the case of one 
wheel-maker, 25 per cent of the total number of wheels of that 
make in service on his road gave out during the past season. 
In two other cases the percentages were ll and 12. In the 
majority of cases, however, it was as low as 1-3 of 1 per cent. 

Asa result of this discussion the following resolution was 
prepared and unanimously adopted: 

‘* Whereas, It has been shown by statements made at this 
meeting that it is the experience of those responsible for the 
maintenance of cars, that of the whole number of wheels 
broken or cracked in service a large — are wheels 
of the makers. who sell low-priced wheels; 

** Resolved, That it is the sense of this meeting that the 

ractice of buying low-priced wheels should be condemned, 

th on account of safety and economy in operating rail- 
ways.” 

It was decided that this resolution be placed on the minutes 
of the meeting and be printed in the railroad papers. 

The next meeting was fixed for Wednesday, Aug. 12, 1885. 











The Central Traffic Association. 


The following is the form of organization of the new Cen- 
tral Traffic Association, as submitted by the Committee of 
15, and approved by the roads forming the association : 

1. That an association of railroads operating west of the 
trunk lines termini, east of the Mississippi River, and north 
of the Ohio River, be formed, to be known as the Central 
Traffic Association. ‘ ae 

2. That the object of the said association shall be to make 
and maintain reasonable rates of transportation, thereby pre- 
venting unjust discrimination between cities and individuals, 
and to fairly distribute among the parties thereto the freight 
traffic which may be properly considered competitive. _ 

3. That the business to be included in the said association 
shall be—all freight traffic originating at or west of certain 
points hereinafter named, which may be destined to or 
through the western termini of the trunk lines. : 

4. That to facilitate the division of the business hereinafter 
described, sectional or group pools be formed, to wit: at Chi- 
cago, Peoria, St. Louis, Cincinnati, Indianapolis, Toledo and 
Detroit, and such other point or points as may be 





upon; provided that, in the case of the first named, 
pall “ - 


they embrace intermediate junctions, so that no through 
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business may be permitted to pass which shall not be 
included in either one of the compacts named. 

5. That the initial line in each group pool shall account for 
the full proportion of the rate accruing between such 
pooled point and the Western termini of the trunk lines upon 
all freight controlled or contracted by it from such initial 
point destined to the Western termini of the trunk lines. 

6. That so far as practicable, without impairing the effi- 
ciency of the general organization, the conduct of the grouped 
pools and the rules pertaining thereto be left to the local com- 
mittee in charge of such pool; provided that the rules for the 
government of the several local pools shall be uniform. 

7. That for the purpose of securing uniformity and har- 
mony in the transaction of the business included in the afore- 
said association, its affairs shall be directed by a board of 
managers to consist of the managing officer of each road 
party to this association. 

8. That in all matters wherein the co-operation of the 
trunk lines is desirable or requisite the of managers or 
a committee designated by it shall, in conjunction with the 
Executive Committee of the trunk lines, form a joint execu- 
tive committee, which body shall meet on the call of the 
Commissioner of the trunk lines, who shall be ex officio 
chairman of such joint executive committee, and he shall 
call such meeting on the request of any three members of 
either committee directed to either commissioner. 

9. That a commissioner, and such employés as may be 
necessary, be appointed by the association at salaries to be 


fixed 7 it. 

10. That meetings of the association be held at the call of 
the Commissioner, when, in his judgment, they are necessary, 
or at the request of five members addressed to the Commis- 
siener. The latter shall, so far as practicable, consult the 
wishes of all roads before fixing the date of such meeting, and 
shall then give notice of the date and place as soon as ible ; 
each road shall then be represented at such meeting by some 
person authorized to act, whose vote shall be binding on the 
road thus represented; it being distinctly understood and 
agreed that failure to attend a meeting so called, provided 


two-thirds of the managers or their representatives are pres- | 


ent, shall be taken as authorizing the Commissioner to act for 
the absent members. 

11. All questions brought before the board of managers 
shall be decided by a majority vote, except such as relate 
to revenue, which s require a unanimous vote for their 
adoption. 

12, The Commissioner shall have record kept of the pro- 
ceedings of all meetings of the board of managers, and shall 

reserve all statements filed with the association. He shall 
ve authority to construe the articles of the association and 
all resolutions that may be adopted, and his decision shall be 
binding on each member until the next meeting of the board 
of managers. 
13. That, as the intention is to so divide the tonnage at 


each pooled point as to insure, if possible, to each line its 
fixed percen of each class of freight, the Commissioner 
shall, at his discretion, direct the or roads which may 


be in deficit as much tonnage of all classes as shall be re- 
quired to make good the shortage. In this respect the direc- 
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tions of the Commissioner shall be mandatory and binding on 
parties thereto. To facilitate such transfer and avoid un- 
necessary delay, freight loaded in the cars of any road or line 
may be forwarded in the same cars over the road of any 
party to the association on the usual terms as to mileage, in 
which event cars so diverted shall be promptly returned to 
the point of reception, provided that the receiving road shall 
have the right to transfer to its own cars if it so elect, being 
understood that a settlement of all outstanding differences on 
account of tonnage shall be made in money monthly. That 
a clearing-house be formed under the control of the Commis- 
sioner, to audit all accounts and settle the balance between 
the parties hereto. All balances shall be paid as declared by 
him, and any errors which may occur shall be corrected in 
the accounts for the succeeding month. 

14. Inthe event of any controversy arising during the 
effort to agree on percentages, and also for the settlement of 
all differences which may arise during the life of this agree- 
ment, a plan of arbitration shall be adopted by means of 
which all « isagreements shall be determined. 

15. That the percentages which may be fixed by agree- 
ment or by arbitration shall govern until Jan. 1, 1886, and 
thereafter, if no change is desired; provided, that in case a 
change should then be desired, or any other question 
of difference should arise, a meeting of the parties 
in interest shall be callec, at which meeting the Com- 
missioner shall furnish the facts in his possession bearing 
on the case, and make such suggestions as he may 
deem necessary, with the view of inducing a settlement 
by mutual consent. In the event of failure to agree, 
resort shall, within 21 days of such disagreement, be had to 
arbitration. Pending the hearing of the case and the an- 
nouncement of the award, the conditions which last governed 
shall be continued; provided that, in case there should be dis- 
agreement as to what the conditions were, or the circum- 
| stances should be new, the ruling of the Commissioner shall 
| be obligatory upon all parties until the decision of the arbi- 
| trators is announced, which award shall be rendered within 
| 10 days of the hearing of the case, or the date when the argu- 
ments are all in, if the latter are written, and shall date from 
the time when notice of said arbitration was filed. 

16. That the general expenses of the association shall be 
assessed upon the members in such proportions as each shall 
derive from traffic controlled by the association ; provided 
that the expenses of each joint agency shall be borne by the 
constituent parties thereto. 











Discussion of Proposed Standard Truck. 


The last regular monthly meeting of the Western Railway 
Club, President B. K. Verbryck in the chair, Mr. Wm. For- 
sythe submitted a plan prepared by a committee of the 
Master Car-Builders’ Association, copies of which have been 
also sent to the Buffalo, New York and Boston clubs, inviting 
discussion as a preliminary to preparing a modified (if neces- 
sary) design for submission at the coming Master. Car- 
Builders’ convention. The matter was reported to stand 





thus: 
The following features have been approved and adopted. 

















1. That the truck shall be for a car of 40,000 lbs. ca- 
ag 

2. The wheels and axles are virtually adopted—Master 
Car Builders’ axles and the principal dimensions of the wheels 
as far as they affect the truck. 

3. The wheel-base has been fixed at 5 ft. 

4, The journal box, the bearing, and the wedge have already 
been er by the Association. 

At the last meeting the committee was instructed to ar- 
range the truck with cross channel arms, so that it could be 

either with a swing bolster or arigid bolster, these 
points being considered as fixed already, the things to discuss 
and —. upon further are : 

1, The arch-bars, size and shape. 

2. The size of the bolts through the boxes and through the 
channels in the arch-bars. 

3. The end casting through the channels and arches. 

4, The bolster. 

5. The spring hanger. 

6. The brake-beam. 

7. The brake-shoe. 

ro FORSYTHE suggested that the details be taken up in 
order. 

SIZE AND SHAPE OF ARCH-BARS. 

President VERBRYCK: I believe the plan calls for 314 x 1 
in. for the top bar ; Mr. Miller’s plan is 4 in. I think. 

Mr. MILLER: They show that, but it is only a suggestion. 
Among other things for criticism there is the rigid centre ; 
there was a point in my mind as to the location of the spring. 
In almost all rigid-centred trucks the spring is located in the 
arch-bar. It was proposed by Mr. Forsythe, of the com- 
mittee, that we move that in about to the same position as on 
a swing-beam truck. I myself thought that was one of the 

ints that the advocates of the rigid centre would object to, 

ut this has proved not at all the case. In fact. some think 
itan advantage If we would make a better truck and 
strengthen it, there would be less likelihood cf its getting out 
of square. That has always been the one objection to rigid- 
centred trucks. They never were constructed so but what 
they would easily get out of square ; and the Master Car- 
Builders at Saratoga last year instructed us to use channel- 
iron for both styles of trucks, in order to strengthen the 
truck against that weakness. 

Mr. MILLER also said that the committee had decided to in- 
crease the size of the arch-bars from 3 x 1 or % in., and to 
use four 14 in. bolts instead of lin. These were strong 
enough and would not break. 

Mr. HopGeE thought that on rough tracks they were not 
enough to carry 40,000 Ibs. He was using eight % in. bolts. 
Experience with these had been very satisfactory. They did 
not break. He was not using clip but single bolts. 

The question of turning up the lower arch-bar to take the 
thrust of the upper was then raised. 

Mr. Snow favored the plan. They used 3 x 1 arch-bars, 
and he favored 1}, in. bolts. 

Mr. ToRRENCE and Mr. MACKENZIE favored a 4 in. arch- 
bar. Mr. PULLMAN had found 1 in. bolts sufficient on the 
Rock Island for 40,000 Ibs. loads. 

Mr. MackEnzZIE : I thought the experience of all the mem- 
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bers there was that there was a great deal of trouble with 
broken arch-bars, and the fact stared them in the face that 
thev are too light or a not break. If they were to 
devise a truck for a 40, Ibs. car, they ought to put in iron 
enough to carry it. It has been demonstrated that the bars 
are too light even when 1 x 3 in., and I say that 4 x 1% 
in. would be the proper size. 

Mr. Snow said most of the arch-bars he had seen broken 
were broken after the bolt. gave way and let them up. 
Therefore, he concluded that a 31g x 1 in. was heavy 
enough for the arch-bar, and if they wan it stronger they 
should make the bolt stronger. He did not remember ever 
seeing one where the arch-bar was broken without the bolt 
being broken first. 

President VERBRYCK asked if it was not poor iron that 
caused this breakage more than the size of the bolts.- 

Mr. Cook said they broke as Mr. Snow described ; the bolt 
breaks and the arches go up. 

Mr. HopGe thought the,weak point was in the centre bolts. 
In his experience there had invariably been the point where 
theyfhave given out first. Four 1} bolts might be sufficient, 
but he had doubts about it. Astosize of the arch-bar, he 
found 1 x 4in., with 114 in. bolts. Then they would have 
ample strength in that point that had given more trouble 
than any other part of a truck. f 

Mr. ForsyTHE, in reply to an inquiry as to the strain on the 
bolts and arch-bars, said that with a load of 10,000 lbs. on 
each journal, there was just about that load on each of the 
arch-bars, that is, there is a load of 10,000 lbs. on the column 
bolts and 10,900 on one arch-bar, and 11,800 on the other. 
The thrust horizontally is 10,160 Ibs. Substantially, the stress 
on each one of these is just about the load that comes on each 
journal. This allows considerable margin for shock. We 
have considered this matter very carefully and think we 
have made these bars plenty strong enough, because we know 
very well that the present trucks with bars 3 in. wide, when 
they are kept up properly and the nuts tightened up, and the 
trucks are in good shape, do not break. The fact that the 
present trucks have broken when out of order should not be 
an argument for increasing the size of these membere so much 
as has been proposed, in making them 4 in., and we feel 
pretty sure that with the provisions we have made in putting 
keys below these nuts, which will keep them in position, the 
sizes given there are amply strong. 

Mr. MILLER believed four 1} in. bolts to be as strong as 
nine % in. bolts, and all the material in a 1 in. bolt is 
placed where it is available. 

Mr. VERBRYCK contended that at the present time, with 
existing road-beds and the iron and rails they were using, a 
20-ton load was large enough, and all that they should pro- 
vide for. We ought to consider if the iron proposed 
for arch-bars, 3144 x 1 in. was large enough to carry 
the load proposed. It was designed to have a key below the 
nut, so that the nut cannot get off. It would not do to tell 
our managers now, after we have been running 20-ton cars 
for several years, that our truck is not nearly heavy enough, 
and that we must increase it so much when we have had no 
particular trouble with 14 x 3 in. bars. 

Mr. Snow noticed a 1 in. bolt through the boxes. He 
saw no particular necessity for that. He thought an inch 
bolt, ought to be strong enough. 

Mr. ToRRENCE thought car i age so much below engine 
wees that there was considerable margin for increase, and 
expected it. 

Mr. TURIFF was in favor of the heavy iron in the arch- 
bars. He was satisfied they would not rest at 20 ton loads. 

The great difficulty of getting shippers to adhere to the 
ogee loads fixed was then dwelt upon by several mem- 

eT. 

Mr. JoHNSON described the system adopted on the Burling- 
ton road last fall to check overloading. It is for i tors 
to use a card atall the large points where loading is done to 
any great extent. The card represents a car as assigned py 
an inspector to carry a _certainweight. They find no diffi- 
culty in controlling it. The manager has designated what 
the maximum load of different cars shall be. Astothe break- 
ing of trucks, since fDec. 1 last he had kept a record of 
the broken trucks, having a sketch sent in his different 
foremen as to the points where the trucks bi Their arch- 
bars are, the upper ones 3 x 114 in. and the lower 3 x 1 in, 
and he had yet to receive a report of an arch-bar breaking 
in the centre or over the channel bars. He had reports of 
the bolts being broken and the arch-bars bent, but holding 
the car to its destination. Under these circumstances it 
seemed to him that the addition of a half inch would be 
simply taking that much additional factor of safety. 

r. FULLER favored a 4 x 1) in. top bar, and 4 ~x 1 in. 
for the lower bar. He thought there was too much imper- 
fect workmanship on cars. a they paid more attention to 
fitting their work better and had less lost motion in the boxes 
and bolts, they would have fewer breakages. 

Mr. MILLER would be willing to guarantee that the truck 
proposed by the committee would carry 30 tons. 

Mr. JOHNSON moved, as the sense of this meeting, that the 
design of the truck shown by the committee, of 3!¢ x 1} in. 
upper arch-bar, and 314 x 1 in., with 114 in. bolts at either 
end, is strong enough for a 40,000 lbs. capacity car. Sec- 
onded and carried. 

BENDING UP THE LOWER ARCH-BAR. 

Mr. Snow was in favor offheeling up the arch-bar so as to 
make a tight fit. 

Mr. MILLER was doubtful. A remedy proposed by some 
members of the committee was in the form of a dowel pin 
into the top arch-bar, which would help that shearing strain, 
and then do away with the turning up of the ends. 

Mr. FULLER had some experience in relation to the dowel 

in spoken of, and could never see that there was any particu- 
ar benefit derived from it. The best remedy would be a 
good, nice clean hole drilled and a good fit made. 

Mr. Cook said that most of his bolts that broke were the 
centre bolts, and it was the load bearing down on them that 
broke them. He had cars running with the arch-bars turned 
up, and had them without, and had as many broken one way 
S = other. They had no trouble unless the centre bolts 

roKke, 

Considerable discussion pro and con. followed, several 
members adducing that the turned-up ends were frequently 
found broken off, showing that there was strain there. Mr. 
Forsythe pointed out that this might be due simply to the 
sharpness of the angle. 

The proposed brake-gear (with inner-hung brakes) was then 
taken up, the sentiment being decidedly against them. It 
was claimed that they were not regarded, as alleged, as 
more favorable for the use of air brakes than outer-hung. 
The Westinghouse Co. was indifferent. The proposed form 
of all-iron brake-beam was then objected to by one member 
as an unnecessary expense, and the meeting adjourned. 2 








The Rotary Steam Snow Shovel. 


The accompanying illustration, which is taken from an 
instantaneous photograph, represents this novel machine for 
clearing deep snow from railroad tracks. The photograph 
was taken during some recent trials on the tracks of the Buf- 
falo Creek Railroad, on the Tifft Farm, near Buffalo, 

The snow, which had accumulated all winter, was hard and 








compact, and was mixed with ice formed by frozen spray 
from the lake. The tests, however, are reported to have 
been very satisfactory, the machine cutting a path through 
the snow and not only leaving the track clear, but throwing 
the snow to such a great distance that it would not be liable 
to be blown back or fall again upon the track. 

As the snow can be thrown on either side of the train, it 
need never be thrown against the wind. 

An earlier machine of this pattern has been already de- 
scribed and illustrated in these pages.* The following is a 
fu rther description of the machine tried at Buffalo, embrac- 
ing many improvements on the original machine. 

At the trial in Buffalo, March 28, a number of railroad 
officers were present, and among these Mr. Geo. W. Dowe, 
Superintendent of the Buffalo Creek Railroad and Mr. 
Charles A. Brunn, Superintendent of the Buffalo & South- 
western, wrote letters certifying that tracks on which the 
machine was tried had been covered all winter, that the 
snow and ice was compact and solid 2 ft. to 6 ft. deep over 
the rails, and that the machine cut a path through it 10 ft. 
wide, throwing the snow 100 to 295 ft., and over a trestle 32 
ft. high. 

The following is a detailed description of the machine: 

The knife-wheel and shovels (or fan-wheel) are driven by 
two cylinders 17 in. diameter by 22 in. stroke. The boiler is 
of locomotive type and is 50 in. diameter, with a fire-box 
69 in. long, 34 in. wide, 66 in. deep. There are 165 flues 
2 in. diameter and 11 ft. 2in. long. The total heating sur- 
face is 1,030 sq. ft. 

Boiler and engines are securely fastened to the main frame 
of heavy I iron 12 in. deep by 5 in. wide, the front end of 
which receives the strong bed-plate and pillow-block castings 
carrying the fan-wheel and knife-wheel shafts, and at right 
angles to the latter the engine shafts. There is also an out- 
side frame of channel iron for the purpose of carrying the car 
body which incloses the boiler and the whole machinery. The 
front bed-plate casting with main pillow block extends the 
whole width of the outside frame, which is9ft.6 in. Itis 
well ribbed to enable it to receive the six gussets of 14 in. 
steel plates which carry the drum, and to which latter the 
gussets are fastened by means of 314 in. by 31¢ in. by 14 in. 
double angle-irons. The drum is ,otherwise well braced to 
the frame, to enable it to bear all the strains and shocks 
which might occur in going through deep drifts. 

The face wheel shaft is hollow, and the shaft of the knife 
wheel revolves within it. The babbitted bearings at 
each end are of considerable length. The space between 
these bearings is used as a receptable for oil, which latter 
will last for a considerable length of time. The solid shaft, 
after passing through the hollow shaft for some distance, 
rests at the back end in a thrust bearing, to provide against 
the fore-and-aft thrust of the knife wheel. 

The motion of the knife-wheel and fan-wheel are transferred 
from the engines by means of beveled gears, one gear on the 
hollow shaft and one on the solid shaft gearing each into 
both of the gears of the separate engine shafts, so that one 
engine must run in the opposite direction from the other 
engine. There is a slight difference in the diameter of the 
gear wheels, the wheels on the engine shafts being the largest, 
having 40 teeth of 314 in. pitch, and those of the fan-wheel 
and knife-wheel 33 teeth ; therefore, while the engine shaft 
makes 175 revolutions, the knife and fan-wheels will make 
200 revolutions, each in opposite directions. 

The arrangement for reversing the knives for the purpose 
of cutting the snow from either direction, that is, either from 
the right or from the left, is somewhat difficult to explain ex- 
plicitly without referring to a drawing. There are four knives 
consisting of 14-in. steel plate 40 in. long, and 24 in. wide. 
They swing on the knife arms, which latter extend from a 
square wrought-iron hub toa bearing fastened to an angle- 
iron at the circumference of the wheeel, which is 8 ft. 91¢ 
in. diameter. The space between the knives is occupied by 
the plates of steel , in. thick, forming sectors of a circle. 
They are fastened to the angle-iron on the circumfer- 
ence, and radially to four other spokes of wrought- 
steel between the knife arms. The knives are held 
in a position forming an angle of about 30 degrees with 
the above-named sector plates, leaving openings of 
about 12 in. between the edges of the knives and the edges of 
the plates. At the end of the knives next to the hub the 
bearings have attached to them gear segments, which again 
gear into others, each of the latter having one strong bevel 
wheel tooth attached, which projects over the end of the 
square hub next to the end of the fan-wheel shaft, but does 
not come in contact with the latter. The end of the fan-wheel 
shaft next to the square hub of the knife wheel forms a 
hub, and is provided with a deep annular groove to 
receive a ring 4 in. wide with four bevel wheel teeth, corre- 
sponding to the teeth of the second segment gear of the square 
hub. The bevel wheel ring can slide in and out on the cen- 
tral part of the fan-wheel hub a distance of 3 in., and may 
thus be engaged with the four segments of the square hub, or 
may be disengaged after the work of reversing the knives has 
been performed, which is done automatically. The first gear 
segments are each provided with two notches, corre- 
sponding to the two positions of the knives, and a four- 
winged clutch latches into those notches, holding the 
knives in proper position. The clutch may be disengaged by 
sliding it parallel with the axis of the shaft, which is done 
simultaneously with the sliding of the bevel wheel ring, 
bringing the latter to gear with the second segment gears, 
and the knives being free they will swing over to the other 
cutting position when the bevel wheel ring is allowed to re- 
turn. 

After ¢his work of reversing the knives has been per- 
formed, the ring and clutch fly back, the clutch fastening the 


* See Railroad Gazette, Sept. 12, 1884, pages 662 and 663. 








knives again, and the ring in the same instant disengaging 
the gears. The clutch has four rods attached, passing through 
the square hub, and connected to a sleeve back of the hub. 
Springs in the hub keepit in proper place. The bevel wheel 
ring also connects by means of rods to a sleeve around 
the hollow shaft, and springs keep it disengaged from 
the gears. Two rods behind the fan-wheel hub pass out- 
side the shaft through the pillow block, and are attached 
to a ring-shaped plate on the shaft, to which a spring- 
latch arrangement is attached, so that when the ring- 
shaped plate is forced forward by means of a lever 
combination at a certain position of knife and fan wheel, 
the clutch and bevel-wheel ring are both moved forward, 
The engines are then slowly reversed, and the latch on the 
hollow shaft disengages at the proper place, fastens the 
knives, and disengages the gears, and the shovel is ready to 
do its work again in the opposite direction. 

The opening of the spout can also be changed so as to cast 
the snow on the proper side corresponding to the motion of 
the fan wheel. 

The spout starts from the circumference on the top of the 
drum with an opening of 6 ft. Part of the sheet on each side 
forming the circumference of the drum leads off tangentially 
at an angle of about 50° ; so that if such sheet from each side 
were continued to the vertical centre line, the vertex of an 
angle would be formed there, but the sheets being cut off 
they leave an opening of about 42 in. measured horizontally, 

In order to form an opening on either side of the centre 
line of the draw, a cap or plate is introduced which 
swings at the vertex, forming there a bearing on each 
side of the wheels, which incase the opening fore and aft. 
This plate continues at the same angle as the sheets from 
the drum, and rests on the latter. The shaft on the top of 
the cap plate running across from sheet to sheet extends 
beyond the back sheet to receive a chain wheel, and a chain 
runs from there below to a pinion, to the shaft of which 
a hand wheel is attached by which the cap may be changed 
to either side of the spout. A pawl with ratchet-wheel on 
the pinion shaft keeps the cap in its position, There is also 
an arrangement attached to the bearings of the cap-shaft by 
which the cap may be raised or lowered in the centre for the 
purpose of changing the angle. 

At an angle of 50°, and at 200 revolutions of the fan 
wheel, the horizontal distance thrown (if the snow is well 
enough packed) would be about 248 ft. and the vertical height 
about 74 ft. 

At the trial near Buffalo the number of revolutions was 
not noted, but the distance thrown was reported to be 295 
ft., and from this it is calculated that the fan-wheel must 
have made at least 210 revolutions. 

To avoid any danger of throwing the whole machine from 
the track in case of ice having formed inside the rails, an 
ice breaker is attached in front of the forward wheels of the 
front truck. This ice-breaker consists of two strong pieces 
of steel inside, in the shape of a large planing tool, project- 
ing about 2 in. below the tops of the rails and placed inside 
them. They are attached toa frame which swings on the 
axle, and may be xaised when required from the inside of the 
house. 

There is also a flanger attached in rear of the back wheels 
of the forward trucks, to remove the snow remaining on the 
rails and not taken away by the shovel. The attachment is 
made in the same manner as the ice breaker. It may also be 
raised when necessary. A steam brake is attached to the 
wheels of the rear truck. 

The principal dimensions of the machiue are as follows : 


Distance apart of centres of trucks.............. ooo OR Cm, 
Centre of front truck to back of drum................. ao E> 
Extreme length of drum .. .........00.ccee cece eeenee a 2 
Exireme length of frame from back of drum.. ..... ee Te 
Extreme length of machine........... .... sss00- an”. 6S 
Height of machine to top of spout hee 
WER OE MOUND: ..-sccccsens. sesece : 6“ 
Length of body of huuse........ ee 4“ 
Length of roof of house..............06.005 cee ceeeeeeet q= 





Weizht of entire machine, about 45 tons. 

The machines are made by the Cooke Locomotive Works, 
Paterson, N. J., and the office of the Rotary Steam Snow 
Shovel Co. is in the same city. 

The shovel tried at Buffalo is now on exhibition at the 
round-house of the Chicago & Atlantic Railroad, Chicago, 
and can there be seen by any who feels an interest in the sub- 


ject. 








Causes of Failure of Cast-Iron Car Wheels. 





The last meeting of the Car-Builders’ Club, in New York, 
was devoted to an unusually full, interesting and valuable 
discussion of this subject, participated in mainly by men well 
informed on the subject. The following is a very full ab- 
stract of the discussion, and some of the figures presented are 
given in another column: 

Mr. W. E. PaRTRIDGE opened the discussion, dwelling on 
the fact that the trouble seems to be a double one. Part of it 
is skin railroads and part of it is skin wheel-makers. 
At one shipping point, out of 143 wheels removed 
within two weeks, 43 of one maker were removed 
for cracks in the plate and 51 from another foundry 
controlled by the same firm, or 94 in all out of 143. 
The remaining 49 wheels were from various foundries, one 
or two wheels to a firm; not over two in any one case. 
Many of the car-builders tell stories much worse than that. 
Part of them, I think, are unjustly condemned. The cracks 
are too fine, and in some cases new wheels are thrown out. 
The rusted line of the fin had been mistaken by the inspector 
at night for a crack, and out came a new pair of wheels. 
Probably they had not run 100 miles. In several yards 
Mr. Partridge found from 20 to 26 per cent. of the 
wheels rej condemned for cracked flanges. He 
doubted whether the wheel-maker could be blamed for that. 
The Railway Review has given an account of a broken 
wheel which ran 8 miles and did not even wreck a train, but 


caused 4 to the rails to the extent of $10,000 or 
$11,000, which isa dropin the bucket com with the 
demnegp which woul have been done had ,that train, at a 
critical point, been thrown from the track. [Engravings il- 
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lustrating this extraordi accident will -be published 
shortly in the Railroad Gazette] There are instances on 
the Eastern roads where a wheel, starting with a hair crack 
at an inspecting point, has, in running less than 300 miles, 
opened to such a degree as to make immediate disaster not 
only possible but highly probable. Something better will be 
sought after. All know that a cast-iron wheel can be made 
tough, so tough, in fact, that it will probably hold together 
quite as long after a flaw has manifested itself as any of the 
wrought-iron or steel wheels. The older wheel-makers have 
shown samples of wheel iron drawn down froma round spoke 
intoa flat plate under the hammer. Such metal as that is quite 
as good for wheel purposes as is necessary, but it is not get- 
ting into the $5.50 wheels, which are being used on some 
roads now. 

Mr. F. M. WrLper had not heard of any wheel being sold 
at poy than $6.50, and asked who is buying and selling them 
at $5,50. 

Mr. PARTRIDGE said that figure has been repeatedly quoted 
to him within the past month. Some of the Western rail- 
roads have written east forbidding the replacing of wheels 
taken from their cars with certain specified brands. 

Mr. Carry read a letter from Sanford Keeler, Superin- 
tendent of the Flint & Pere Marquette Railroad, stating that 
his road had had very few failures this winter, although it 
was one of the severest for many years ; which he attributed 
to the fact that the road is entirely laid with steel and in 
good condition. It had had two failures of wheels under 
passenger cars, both of cheap wheels that had been run but a 
short time. Nearly all of his wheels were of a better grade 
of iron, costing Foy er y more, viz., Richmond and 
Salisbury iron. Of these wheels they had not had a failure 
this winter. 

Mr. WiLpER: Every individual wheel applied to their 
cars by themselves had a record. It is positively known what 
service it performs, how long it lasts, whether it fails before 
it performs its guaran’ service or not. With wheel- 
makers of whom they buy wheels regularly, they have a 
——— service of four years under freight cars, and 50,- 

miles under passenger cars. We had had a record made 
up for the year 1884, giving the number of wheels in the 
service and the number which had failed from breaking or 
cracking, as follows: 
I 


ee I a oice secceiss ds n0 00 wa senenceune 250,000 

Removed for cracked plates.........--. . sseeeeeees 2,121 
= “ eracked tread....... see, Se 

tt “ cracked spokes 255 

= “ broken tread (piece gone 248 

* broken flange 116 

pe “ cracked nut............. 99 

ia “ cracked flange 52 

™ * not stated.... 12 








- 3,393 
Or 1.36 per cent., or 1 in 74. 


This does not include wheels removed for the effect of wear 
or sott spots of any kind. The records by makers of such 
failures (not including effect of wear, was : 

= of 40,000 wheels by one maker, 130, or 1 in 312, had 
failed. 

Out of 438,000 wheels by another maker, 197, or 1 in 217, 
had failed. 

Out of 21,000 wheels by another maker, 124, or 1 in 178, 
had failed. 

P — of 40,000 wheels by another maker, 456, or 1 in 88, had 
ailed. 

Out of the total of 144,000 wheels by four makers, 907, or 
1 in 159, had failed. 

The following records of cheap, poor wheels during the 
same time are to be compared with the above : 

oo of 1,754 wheels by one maker, 378, or 1 in 4, had 
failed. 

Out of 436 wheels by another maker, 118, or 1 in 4, had 


Out of 700 wheels by another maker, 92, or 1 in 8, had 


( a of 1,500 wheels by another maker, 163, or 1 in 9, had 
failed. 

Out of the total of 4,390 wheels by four makers, 751, or 1 
in 5.8, had failed. 

Best record of cheap wheels, 1 in 72. 

oe record of good Joon 1 in 3812. 

his company n paying its regular makers $11 per 
wheel until very Jately. The irregular makers had, he mah 
furnished wheels (not to the railroad but to the builders who 
constructed the cars) for $6.50 or $7. In making up this re- 
port to the General Manager of his road, Mr. Keeler said tha 
wheels that would fail 1 in 4 were not fit to put under their 
cars, even if given to them. It is utterly impossible to test a 
wheel reliably before it is put into service, but reliable statis- 
tics show that: certain wheel-makers make a wheel that will 
fail to the extent of only 1 in 300 ina year on account 
of being cracked or broken, while other wheel-makers 
make a wheel that will show a result of 1 inevery 4. He 
thought it the duty of every railroad company to buy 
wheels of a wheel-maker whose wheels can show a record, 
say 1 in 300 or at least 1 in 200, as a fair average, for wheels 
removed for breaks or cracks. Of course the wheel-maker who 
demands $11 or $10 a wheel offers a wheel which he expects 
to carry out a certain guaranteed service ; so that it is worth 
the money, keeping in view the chances of loss and a fair 
margin of profit if they bought a wheel, as Mr. Partridge 
says, for $5.50, there is at least half a dollar to a dollar m7 
in that wheel somewhere. How to make a wheel which will 
not cost the maker even over $5.50, with pig iron at $17, the 
wheel weighing 575 Ibs., is a problem which they could 
figure on for es. 

Mr. GaREY said that Mr. Keeler’s letter was a strong pro- 
test against cheap, low-priced wheels. It seemed strange 
that any man dare to experiment, and perhaps in effect 
commit murder, by furnishing cheap wheels which he must 
know, if he knows anything, are sure to be the cause of 
accident and very likely loss of life. 

Mr. 8. P. ENsIGN said men would not make such wheels 
unless some rai man would buy them. 

Mr. WILDER’s experience with broken plates was that they 
generally began with a fine crack in the outside plate of the 
wheel where the double ~~ comes up, just below where it 
meets the single plate. e had been very much annoyed with 
a certain class of wheels from a certain wheel-maker. At 
one point he had to remove an average of 15 to 20 wheels a 
day during this hard winter, in order to get his cars—cars 
that have been passed to his road—accepted by the connect- 
ing road. For the most part they were new wheels, that had 
not been in the service more than a year. 

Mr. WHITNEY asked what was the comparison in regard to 
those wheels that failed at the rate of 1 in 200 or 1 in 300 
(leaving the low-priced wheels out of consideration), as respects 
durability under wear? The wheel-maker has to consider 
both questions, 

Mr. WILDER in almost every instance had found the total 
percentage of wheels removed almost exactly in proportion 
to their price. In other words, every wheel-maker must 
make a certam amount out of his wheels, and if he don’t get 
it out of the _— he gets it out of the wheel. 

Mr. H. 8. Goopwin said it had been the rule and custom of 
the Lehigh Valley Railroad for a great many years, when it 
had cars —_ contract, to furnish the wheels and axles 
itself. They a wheel foundry of their own, and the 
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officers in charge have carte blanche to order iron to make 
the best wheels. Whenever they had departed from this rule 
by buying wheels, they specified what kind of wheels should 
be used, and from what makers, and they had none of the 
trouble which Mr. Wilder mentioned. He thought their 
wheels lasted on an average four years. 

Mr. WILDER said further that out of the 250,000 wheels 
which his road had in service during the year 1884, about 
60,000 were wheels of odd makers, and the balance of the 
wheels were of what they consider their regular make, guar- 
anteed for four years. He was prepared to assert that they 
had the most complete wheel record of any railroad in this 
country, established by Mr. Brooks. It gives each wheel, in- 
dividually, the number, the maker, date putinto the service, 
when received, when applied to axle, when applied to car, 
when removed from car. The time it lies still is noted, and 
if removed and applied to another car, that is also noted. He 
thought such a record absolutely necessary. To their regu- 
lar wheel-makers they paid a dollar or two, and sometimes 
four dollars more than they could buy wheels for in the open 
market, because they gave a guarantee. With these makers 
out of 200,000 wheels they had an average of 1 in about 250 
worn out, and 1 in 84 cracked or broken, while of their odd 
iced 60,000 wheels they had an average of about 1 in 

Mr. GAREY said the practice some few years ago was for 
three years’ guarantee under freight. This weaning up to 
four years was a little severe perhaps on the wheel-makers, 
Many of them do not exceed 10,000 or 15,000 miles a year, 
but those in line service have been making an average of 
about 20,000 miles a year. This requires a service of 80,000 
miles to meet the guarantee. 

Mr. Swett, of Troy, said that since they improved the 

ttern of their 33 in. passenger car wheel they had made 

rom 80,000 to 100,000 wheels of that pattern. and he had seen 
but two broken wheels out of the whole of them, and those he at- 
tributed to an accident which they had in their pits. The wheels 
were cooled improperly in consequence of it. He had never seen 
a broken flange or tread, and but two checked brackets, both 
on one wheel. He should never have expected such a report 
about anything that went by the name of car wheel. His 
firm did not receive a great amount of encouragement to 
make a good wheel. They are asked to compete in price 
with cheap makers who come into the market with wheels 
for $8 or 39. He knew nothing about the 35.50 or $6 wheels. 
It is every man’s duty who has anything to do with railroads 
to discourage this business of buying cheap wheels. Pay a 
fair price and demand a good article. ey were making 
wheels to-day for one road at a loss of 34 cents on a wheel, 
holding off in the hopes that they would repent some day and 
pay a decent price. They did it because they were driven to 
it by the other makers. 

Mr. WHITNEY asked if it were usual to record anything in 
regard to the wear on the tread? The attention of the rail- 
road men seems to be directed to breakage. It will not do 
to take into account simply breakage; it must be a wheel 
that will wear. 

Mr. GAREY said the record covers any wheel failing from 
inherent cause, from wearing out or from breakage, from 
crumbling tread or other causes; except that skidding, sharp 
flanges and ordinarychip treads are not chargeable to the manu- 
facturer. 

Mr. Swett said that although they had had only two 
wheels broken, he should add that they had had a great many 
spot on the face. The improved modes of braking, the in- 
creased weight put upon the wheels and the increased speed 


Snow would rather guarantee his wheels for four years under 
their freight cars than to guarantee them for 50,000 miles 
under passenger cars. 

Mr. Snow thought Mr. Wilder correct. He had just gone 
over some interesting data in regard to his experience with 
wheels on the Erie road. In 7 years and 9 months service he 
found their guarantee had cost them exactly 54 cents per 
wheel for that time. Perhaps a larger part of his wheels 
have been under passenger cars than any other maker's, and 
he had furnished the Delaware Division exclusively in this 
time. 

Mr. SwETT called attention to the relative value of this 
guaranteed wheel business. His firm guaranteed to make a 
wheel run 50,000 or 60,000 miles under passenger cars. 
Now when the wheels run 45,000 or 50,000, they are thrown 
out and they were called on to make the wheel good and put 
another on and that makes 45,000 or 50,000 miles, and then 
we are asked to make that good, so we furnish guaranteed 
wheels over and over again. In regard to their mode of 
testing wheels, they imbed a solid piece of iron in the ground, 
place a wheel on the end of it, setting the wheel on the tread, 
and three or four men with 32 Ib. sledges strike the wheel 
on the face. The object is to give it a blow as nearly re- 
sembling that it would receive in actual service as possible. 
Sometimes the wheel will stand 18, 20. 30, 40, 50 or 60 and 
some will run up to 80 and 100 blows. They had had wheels 
break at 60 blows, and were not satisfied with the mixture. 
If they stand 100 blows of the hammer, it is thought they 
will do very well. In regard to the weight of the wheel, he 
should say a cast-iron wheel ought not to weigh less than 
from 600 to 650 Ibs, for a 33-in., in order to get the best re- 
sults. 








Spring Plate Steel-Tired Car Wheel. 


The most striking peculiarity of the wheel illustrated here- 
with, manufactured by the Dickson Manufacturing Com- 
pany, of Scranton, Pa., is the dispensing entirely with a cen- 
tral filling-piece, the two corrugated side-plates being the 
only connection between the tire and the cast hub. The 
mode of construction is claimed to give materially increased 
strength, elasticity, simplicity and economy. The tire has a 
heavy internal flange to which the side-plates are bolted by 
accurately fitting bolts through reamed holes, and the side- 
plates are themselves flanged on both inside and outside edge, 
o as to give an even elastic bearing against both tire and 
hub. Under these conditions it is claimed that the tire can 
be worn down to the last limit of service, while the hub is so 





‘| strengthened and bound together that the wheel would prob- 





ably run safely even if the hub were cracked or broken. 
| The platesare made of open-hearth steel formed hot by 
| hydraulic pressureand annealed. Their peculiar form, which 
is best shown by the engraving, gives an elasticity which, it is 
| claimed, greatly reduces the effect of both vertical and lateral 
| shocks and impacts, and thus prolongs the life of the axle and 
|also deadens the noise. The wheel is also considerably 
| lighter than most other steel-tired wheels, weighing about 670 


| Ibs. for 33 in. wheels. The manufacturers’ circular gives as 
| 


all have a tendency to make the wheel spot. If the brake is | the price at this time $50 for the 33 in. and $65 for the 42 in. 
held long enough, the wheel will heat, probably red hot, and wheel, ‘‘ witha possibility of reducing these prices, by a large 


in cooling will check up into little checks from ;y to 3}, in. 
square. If the iron is not tenacious enough to hold it 
together, and the wheel is run afterwards any length of time, 
it will crumble out and spot. He had broken out a section of 
the wheel and examined it under the glass, and found that 
the checks run in from to % in. A wheel will also spot 
from being poured too cool, but the great trouble is from 
sliding. 

Mr WHITNEY said that was exactly his firm’s observation. 
Even if wheels show no signs of those little marks, by polish- 
ing the surface the lines will all develop themselves. As a 
rule they are found only on wheels used with a brake under 
heavy weight and at a high speed. Being cold-poured is 
another cause. The molder is sometimes responsible in his 
desire to avoid chill-cracking. 

Mr. Snow had noticed that very ductile iron, thatis strong, 
will give a long service in the wear of the chill. The Penn- 
sylvania Railroad has kept as accurate an account of wheel 
mileage, almost, as the Erie, and it has proven that, out of 
allthe different causes of failure, they have got the most 
mileage from those designated as being crumbly or spotty 
and removed from that cause. 

Mr. BLANCHARD was not at present actively engaged in 
operating railroads. Away back in the past ages he had 
something to do with this branch of the business. It had 
been a study with him from the beginning of his experience 
as a railroad man to try, if possible, to ascertain the best 
methods. Mr. Blanchard then delivered a pleasant address, 
urging the introduction of better methods of test, in order 
that there may be less guess-work and more knowledge in 
railroad management. 

Mr. WILDER thought Mr. Blanchard mistaken in regard to 
the amount of guessing railroad companies are doing. His 
company keeps accurate records of its various supplies, and 
has a Jaboratory where chemical tests are made. It also tests 
its lubricants. The — he had given were entirely for 
freight equipment. He imagined they would be very much 
higher under passenger equipment. He thought that Mr, 


| demand, considerably.” 

| ‘These wheels have been in use on passenger trains of the 
Delaware & Hudson Canal Company’s Railroad since June 
| last, and are reported to show no deterioration, after a recent 
careful inspection. 





Gontributions. 
The Central Pacific Railroad. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

With your permission I should like to make afew remarks 
on this railway and on the way in which its interests have 
been made subsidiary, and are now about to be sacrificed to 
those of the Southern Pacific. 

So far as I remember, no information was given to the 
shareholders as to the leases of the Southern Pacific and other 
subsidiary lines of that system to the Central Pacific until 
the report for 1882 was issued, when we learned to our sur- 
prise that they expired in 1885. No report was is- 
sued in 1883, or at all events I have never seen any, 
but a “preliminary statement” was issued in May, 
1884, and in the circular accompanying it this statement 
was made: ‘The tributary lines operated by this company 
have yielded for the past year a profit, the leasehold relations 
with the Southern Pacific as to its lines south of Goshen have 
proved satisfactory to both parties and are to be continued 
for a further term of years on substantially the same basis,” 
The terms of these leases which I considered had been 
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arranged, were not published, but I expected that full in- 
formation would be given in the report for 1884. I was 
therefore astounded and amazed to hear that instead of the 
Central Pacific having leased the Southern Pacific, the tables 
were turned, and that the Southern had leased the Central 
without any consultation with the shareholders, and, as I 
believe, to the sacrifice of their interests. 

There will now be bitter hostility between the Union Pacific 
and the Central Pacific, whereas they should be as intimately 
allied in the interest of both companies as one-half of a body 
should be to the other half, and this hostility must lead to 
serious loss to the Central Pacific, by throwing east-bound 
through traffic on to the Southern Pacific, and what should 
have come to it from the Union Pacific will be diverted to the 
Oregon Short Line, and so to San Francisco via Portland. 

Surely the shareholders in this company will not allow 
Messrs. Stanford, Huntingdon & Co., who are reported to 
have ‘‘ unloaded” their stock of Central Pacific and to be 
the sole owners of the Southern lines, to carry out this ne- 
farious and underhand scheme without a struggle, and I 
would call upon all shareholders to unite in the endeavor to 
frustrate it. In order to do this it will be necessary for them 
to send in their shares for registration, and a committee 
should be formed in London to co-operate with a committee 
in New York, not only to set aside this lease, but to turn out 
Messrs. Stanford, Huntingdon & Co., and elect in their stead 
a President and board of directors who would manage this 
great corporation in the interests of its own shareholders. 

It is reported that the Central Pacific will issue $10,000,- 
000 debenture or ‘‘ collateral t ” bonds, but one utterly 
fails to see for what purpose such an issue should be required, 
as the floating debt, according to the last published state- 
ment (1883) was small, and of this it was stated that ‘‘a 
part was to be converted into a corresponding amount of 
California & Oregon first-mortgage bonds.” 

PLyMmovutTH, Eng., April 7, 1885. W. L. Martin. 

[Mr. Martin makes the mistake, which was gener- 
ally made when the lease was first reported, of con- 
founding the *‘ Southern Pacific Company” with the 
Southern Pacific Railroad Company. The criticism 
holds good, however, that the Central Pacific is leased 
not only without consulting the stockholders, but 
without informing them of the terms of the lease. 
That they should be surprised by this, however, indi- 
cates that they do not remember the history of the 
company. It is scarcely more important to the Cen- 
tral Pacific shareholders to know the terms of the 
lease of their road to auother company than to know 
the terms of the lease of other roads of much greater 
extent than their own to the Central Pacific Company; 
and it was long after the Southern Pacific was leased 
to the Central Pacific that the terms of the lease were 
published. The report of the Southern Pacific Company, 
issued last week, does indeed give generally the terms 
of the lease—that the minimum rental is to be $1,200,- 
000 above fixed charges and government sinking fund 
and the maximum $3,600,000, and that the terms of 
the lease may be modified by arbitration. Under 
what conditions the rental may be increased or the 
lease modified, has not been announced, and there- 
fore no one can say whether the lease is a fair one or 
not. The present indications are that the Central Pa- 
cific on an independent footing would have great 
trouble in earning a dividend from the transcontinen- 
tal traffic, which is all that can be diverted to the 
Southern Pacific, but the power of diversion is no 
greater now than it has been heretofore, and it would 
not seem easy to force any more business over the 
Southern route that it has carried during a large part 
of the time for a year or two past.— EDITOR RAILROAD 
GAZETTE. | 








Retrenchment Papers. 
II. 





MOTIVE POWER AND THE FUEL ACCOUNT. 

In our last paper we found the Master Mechanic charge- 
able with about 20 per cent. or one-fifth of the entire oper- 
ating expense account ; and in cases where he also acts as 
Master Car-Builder, with 33 per cent., or one-third. Of the 
entire account, about 12 per cent., or one-eighth, goes for 
fuel for locomotives, and hence this is one of the most im- 
portant items of expense, and should receive closest scrutiny. 

The price and quality of the fuel are of course of the first 
importance. A poor article is probably dear at any price, 
and its use is excusable only when none better can be had. 
As a rule, the Master Mechanic has to make the most of such 
fuel as is furnished him, having little responsibility for its 
quality or price. Sometimes the Purchasing Agent makes 
the fuel contracts, and sometimes there is a Fuel Agent, 
specially charged with this duty. Again we find the fuel 
contracts made by the higher executive officers, such as Gen- 
eral Superintendents, General Managers, or even Presidents 
or Vice-Presidents. But the question of price and quality of 
fuel, while not strictly coming within the domain of the mo- 
tive power department, is naturally to be discussed at this 
point of our inquiry. 

It should be carefully considered whether the fuel is of the 
kind and quality best suited to the requirements of the ser- 
vice, and whether the cost to the company, both in purchase 
price and subsequent expenses in handling, that is, the con- 
veying to the place of storage and subsequent delivery to the 
engines, is reduced to the lowest possible terms, Cases have 


been known of the hauling by a company of coal for scores 
of miles to a portion of the line well favored with a local fuel 
supply, bringing, as it were, ‘‘coals to Newcastle,” at no 
small needless expense. In all such cases, parties interested 
in the sale of the coal usually have enough influence of one 
kind or another with some one of the higher officers to bring 
about this anomalous state of affairs. Let us hope such 
cases are exceptional. I have only mentioned the matter 
because of the great saving to be effected by the discovery 
and righting of such abuses. 

It should not be forgotten that improved facilities for the 
handling of coal will often save many times their first cost in 
the wages of coal-heavers and other help that can thereby be 
dispensed with, A study of the improved appliances for this 
purpose, used by our trunk lines, would be both useful and 
instructive. See in this connection the illustrated article in 
the Railroad Gazette of 1883, page 647, on ‘“‘ Coal Pockets 
on the Erie Railway.” 

As to the contract price of the fuel, it should be subjected 
to frequent scrutiny, for with each engine consuming several 
tons of coal per diem, a few cents per ton saving on first cost 
will for the entire year figure up surprisingly. The Rail- 
road Gazette for Feb. 29, 1884, page 167, ccntains an edi- 
torial on ‘‘ English Practice in the Purchase and Economy 
of Fuel” that may be read with considerable profit. The sys- 
tem therein described seems to be analogous to that employed 
by our state and municipal governments in contracting for 
the erection of public works, viz., by publishing specifications 
and receiving bids for the entire coal supply for a certain 
term, and then awarding the contract to the lowest bidder. 

Once satisfied that you are getting as good an article of 
fuel for as little money as is possible, the next inquiry should 
be whether it is being consumed economically or not ; and in 
this connection the article already referred to is of especial 
interest when we consider that the English, by the system 
therein described, succeed in evaporating more pounds of 
water per pound of coal than is accomplished in any other coun- 
try ; which result this article attributes more to the careful way 
in which the coal is handled than to any special feature in the 
engines themselves, <A careful account is kept of the coal 
consumed during the month by each engineer, and his pay 
depends somewhat upon this record, those using the least 
coal, all things considered, getting the best wages. The article 
is quite detailed in its treatment of the subject, and contains 
forms of the monthly coal consumption sheet and other blanks 
in use under this system. 

The issue of the Railroad Gazette for Nov. 30, 1883, page 
790, contains another editorial on ‘‘ Fuel Economy” well 
worthy the attention of every thoughtful manager who is 
seriously considering the subject, and I cannot refrain from 
quoting from its opening clauses: 

The cost of fuel may be roughly estimated at about ten 
per cent of the whole operating expenses of the railroads, The 
annual expenditure included under this head is thus a very 
large sum on many railroads, and therefore it is a matter of 
surprise that the expenditure is so often, or it may be said is 
so generally, controlled in such unbusiness-like and unscien- 
tific ways on most railroads. 


Space forbids further quotation here, but the treatment of 
the subject is crisp and admirable, and cannot fail to profit 
much to the careful reader. Its conclusions favor an organi- 
zation and equipment competent to keepa correct account of 
the fuel consumed by each locomotive, and also an account 
of the mileage of cars hauled by them. 

The article, in referring to the old system of paying a 
monthly premium to the engineer and fireman who ran their 
engine with the least fuel, justly condemns it on the ground 
that a few of the best men get all the premiums, and the rest 
soon cease to strive for them, so that the old waste still goes 
on unchecked. It also refers to the method adopted in lieu 
thereof on the Pennsylvania and some other lines, ‘‘ of rating 
the fuel to be consumed per car per mile for the various 
classes of trains and divisions of the road,and then paying 
the men for half of all that is saved below this rating,” which 
system, it says, ‘‘ obviously makes it to the advantage of all 
the men, whether they have much or little skill, to do their 
best.” Nor should it be forgotten that this system stimulates 
them to a study of the minutest details of economy, and lends 
to a healthy interchange of views between them as to the 
most economical methods of running and firing, which can- 
not fail to be productive of good results ; it being to the 
mutual advantage of each to give the other the benefit: of his 
experience in return for what he himself may receive, which 
is not the case under the premium system, where each man 
is for himself in the movthly race. 

Another interesting article on ‘‘ Wasting and Saving Coa] 
with Locomotives,” written by Mr. Angus Sinclair, and 
published in the Railroad Gazette of Oct. 6, 1882, page 607, 
is in about the same strain and tends toward the same con- 
clusions. The paper, after showing that our consumption of 
coal is about double that of the best English practice, con- 
tains many practical suggestions as to various ways of firing, 
tricks of the trade, so to speak, practiced by English firemen in 
order to economize in the consumption of coal, and so obtain 
extra pay by keeping the amount consumed below the estab- 
lished limits. It may be said that a large portion of the great 
saving effected by them is due to methods of regulating the 
draft and manipulating the fuel. The matter is welt summed 
up by Mr. Sinclair in the following language : 

The true beginning of economy in fuel saving lies in 
training the men who run the engines, and in giving them the 
proper appliances to work with. 


At the last meeting of the American Master Mechanics’ 
Association, a paper on the subject of ‘‘ Fuel Economy with 
Locomotives” was read by Mr. Sinclair, which paper was 
published in the issue of the Railroad Gazette for July 4, 
1884, page 497. It opens by comparing American with 
English practice, showing, by way of illustration for like 
passenger service, a consumption of coal per mile run of 63 








Ibs. in the former, against 30 Ibs. in the latter case. The 
writer then proceeds to investigate the ‘‘causes” of this great 
difference, which in brief he attributes partly to defects in 
construction, mostly of a minor character and capable of 
being remedied, but in great part also to the fact that (quot- 
ing the author’s own language): ‘‘ The American locomotive 
engineer and fireman are highly intelligent, but are not 
trained up in the rigid idea of fuel economy that prevails 
among the enginemen of Great Britain. Roads where strict 
economy is habitually practiced are exceptional here. The 
average fireman, on the ordinary run of roads, gives no heed 
to coal saving, his work being regarded as good so long as he 
keeps up the required head of steam.” 

The reader is here referred to Mr. Forney’s Catechism of 
the Locomotive, pages 395 to 397, 0n the subject of the 
causes of waste in the consumption of coal, also to pages 
383 to 385 of Prof. Geo. L. Vose’s Manual for Railroad En- 
gineers, on the subject of fuel and fuel economy, and to 
Chapter XVI. of the second volume of Mr. Kirkman’s “‘ Rail- 
way Expenditures.” 

The oft-repeated testimony of all of these authorities, as 
well as that of many others which might be here cited, points 
to the same conclusion; and it is about time that our mana- 
gers squarely faced the fact, that in this country there is an 
excessive and needless waste of fuel in the motive power 
department, and that in no other way perhaps can a reduc- 
tion of expenses be more surely effected than by carefully 
studying the causes, and applying such remedies as will effect 
a cure. 

As regards the remaining items of expense for which the 
Master Mechanic and Master Car-Builder are responsible, 
with one exception they do not afford such marked oppor- 
tunities for retrenchment as does the fuel account. Repairs 
to rolling stock may be taken roughly as about equal in 
magnitude to the fuel account, and as subdivided between 
motive power and cars. About all that can be done here is 
to be assured in general that the Master Mechanic or Car- 
Builder, as the case may be, is the right man in the right 
place, and then, after enjoining upon him the most rigid econo- 
my, to leave him free and untrammeled to work out the de- 
tail in hisown way. The item, ‘oil and waste,” however, 
should be treated in the same way as was the fuel account, 
and an equally proportionate saving can be here effected, 
although, as this item of expense is only about one-twelfth as 
large as the item of fuel, the actual saving effected will be 
proportionately small. Epwin A. HI, 








TECHNICAL. 


The Car Shops. 
The Michigan Car Co., in Detroit, has an order for 150 re- 
frigerator cars to be used for carrying butter and cheese. 
he Pennsylvanla Railroad  % at Altoona are buildin 
150 box cars for the New York, Philadelphia & Norfol 


road, 

The Buffalo Car Manufacturing Co., in Buffalo, N. Y., is 
building 125 refrigerator cars for the Merchants’ Despatch 
line. 





Iron and Steel. 
P. L. Kimberly & Co. have started up their rolling mill at 
Greenville, Pa., and are now running at full double time. 

The Western Forge & Tool Works are running their works 
in St. Louis on full time with an ordinary force. 

The Coplay Iron Co. is preparing to put its furnace at 
Coplay, Pa. into blast, after a stoppage of nearly two years. 

he Sternberg Rolling Mill in Reading, Pa., is running 
full time. 

Charming Forge, in Berks County, Pa., has been tempor- 
arily stopped by a break-down, but will resume work as soon 
as the necessary repairs can be made. 

Franklin Furnace, in Sussex County, N. J., has on 
third year of its present blast and is doing very well. This is 
one of the largest furnaces in the country. 

Fairchance Furnace, in Fayette County, Pa.,went into blast 
last week. 

The Amalgamated Association of Iron and Steel Workers, 
now in session in Pittsburgh, has appointed a conference com- 
mittee, to meet the manufacturers’ committee, with instruc- 
tions to demand $5.50 per ton for boiling, but to allow some 
reduction from the present scale of wages in the finishing de- 
partment. If these rates cannot be obtained, and the com- 
mittee should be convinced by the manufacturers that the 
condition of the iron trade makes a reduction necessary, the 
committee is authorized to accept a scale oy 10 per 
cent. lower than that now in force. If this offer should be 
rejected, it is very likely the association will order a general 


strike. The conference is to take place April 25. 
Lucy Furnace No. 1, of Pittsburgh, Pa., owned by the 
Lucy xe Co, (limited), is making a record which, it is 


claimed, totally eclipses anything hitherto achieved by a 
blast furnace. During the month of March its production of 
ig iron (Bessemer) was 7,919 tons of 2,240 pounds. 

Leet production in any week during the month was 1,946 
tons, and the largest daily production was 340 tons. The 
total height of Lucy No. 1 is 87 ft., but the working height 
is 80 ft., the bell occupying the remaining 7 ft. e diam- 
eter at the bosh is 20 te The ore used was one-sixth Pilot 
Knob, the remainder being Republic, Champion, Chapin and 
steel scale. The coke was the Connellsville variety, the 
quantity used was, approximately, 2,600 pounds to 2,240 
pounds of iron made. 

Manufacturing and Business. 
The Novelty Tool Co. has nearly completed its new works 
at Verona, Pa. and will probably start them up about the 
close of this month. The company has a large number of 
orders on hand. . 

D. W. C. Carroll & Co., in Pittsburg, are building four steel 
barges for use on the ee River improvements under 
charge of Captain Eads. The shops have a number of small 
orders on hand, but no very jal work. ; 

The Pintsch Lighting Co. will, on May 1, remove its offices 
to the Washington Building, No. 1 Broadway, New York. 

The Rail Market. 
Steel Rails.—The market is firm, with quotations stated at 
$27.50@$28 per ton at mill for small orders. It is under- 
stood that negotiations for several large orders are in prog- 
ress; but the mills just now are not g to make terms 
as low as some buyers want, while at the same 4 oo are 
generally declining to accept anything in payment bu cash 
or its equivalent. Under these circumstances no large sales 
are reported, although it is not unlikely that some will be 
concluded very sho 





Rail Fastenings. = “Guotations continue nominally at,1,90@2 
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cents per Ib. for spikes at Pittsburgh; 2.25@2.55 for track- 
bolts, and 1.60@1.75 for splice-bars. The market continues 
very dull, and the few actual sales made have been on private 


terms. 

Old Rails.—Old iron rails continue scarce and are firmly 
held at $17.50@$18.50 per ton at tidewater. Few sales have 
been made, buyers being inclined to hold out for lower aa 
Old steel rails are reported at $17@$18 per ton in Pittsburgh, 
with limited supply. 








ANNUAL REPORTS. 





The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 


the Railroad Gazette : 
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Atchison, Topeka & Santa Fe. 


The report of this company for the year 1884 gives the fol- 
lowing statement of the xo owned and operated and 
referred to in the report. These properties comprise: 

**1. The parent road and its auxiliaries, called the Atchi- 
son System, with a ary 5! in Missouri, Kansas, Colorado, 
New Mexico and Texas of 1,867.76 miles. 

‘*2. The Southern Kansas System, all situated in Kansas, 
of 506.93 miles. 

‘*3. The Sonora System, lying in the territory of Arizona, 
= in the state of Sonora, public of Mexico, 350.19 

es. 

‘*4, The lines owned jointly with other companies in Kan- 
sas, half mileage, 73.92 miles. 

“On Feb. i 1884, the Southern Kansas System was 
brought into direct connection with the main line of the 
Atchison at Emporia by the completion of the Kansas City & 
Emporia Railroad (56.42 miles), and the two systems be- 
came so interwoven with each other that, for the year 1884, 
it was considered desirable to publish the monthly earnings 
and expenses of the two systems as one property, and the fol- 
lowing statements relate to the two systems samme ag ‘ll 

The equipment (including that leased from the Topeka 
Equipment Co. and now nearly all paid for) consists of 377 
locomotives; 115 passenger, 16 combination, 4 chair, 75 bag- 

ge, mail and express and 35 emigrant sleeping cars; 25 

ruit, 8 refrigerator, 4,681 box, 696 combination, 1,051 
stock, 879 flat, 2,612 coal and 144 caboose cars: 4 officers’ 
and 2 pay cars, and 26 road or service cars. The company 
also owns one-half interest in 30 Pullman sleeping cars in use 
on the road. 

The general account is as follows, condensed: 











; Liabiltiies : 
Capital stock, Atchison, Top. & S. F.......... ....... $56,913,250 
“a pe Sree 3,759,900 
Bonded debt, Atchison, Top. & 8. F........ .......... 28,913,500 
- Soe ning 6 sacnes. vacsh venues 5,412,000 
Contingent liabilities, bonds of lines operated........ 11,819,000 
Accrued interest. February dividend, etc...... ...... 1,773,874 
Accounts and balances payable.... ........ ..... sss 2,397,867 
Land grant trust,secured by bonds........... .. -ees 1,498,027 
Sundry suspended accounts Bivigcces ecmevkhnas 591,295 
Insurance fund................. 145,01 
Renewal fund. 500,000 
PE II on ooo cccahin Sasacces (306 6,883,641 
CRDUGTEE BORE CONOR ve i osicisnicceccccicccscsvecces 1,874,500 
RE Pee acts anaee'h inare ase mel sen eiag ae $122,481 ,366 
Assets 
Road and equipment..............--2-seccccesseeeccee $48,945,706 
Permanent interest in leased and auxiliary lines ... 50,160,614 
Property of leased road represented by securities 
CR CN Soas ceed icescca.ssccesesse 11,819,000 
Ss Ses op lid ola Hah 008d + cannon ainaaiane 1,595,734 
ST ncn sebvhinenbes bapesene seeeeaeses 194,903 
I occ Ser cncdinccecince ness cecennone 1,723.214 
Sundry securities at Cost...........--.eeeeeeeceseeeeee 1,242,738 
Bonds received for construction of leased lines...... 3,015, 
er rrr rrr 356,418 
SR h.ba fete Gisk hen cennncceseedasa 2,317,557 
IN ois occ bas citrnctctratadencens ciscnscarnaaaneqpaiees 1,112,482 
PEE Kei b Ankedilbhesniadacseensstbs otacnn $122,451,366 
Charges are noted below. The outstanding capital stock 
of the Southern Kansas Railway Co. is owned by the Atchi- 


son Co, through the Kansas City, Topeka & Western Co. 
The traffic for the year was as follows : 





Train-miles: 1884. 1883 Inc. or Dec. P.c. 
Passenger........ 2,536,132 2.215.760 I. 320,372 14.4 
Freight............ 4,427,101 3,953,403 I. 473,698 12.0 
Service and switch 2,981,784 3,320,858 D. 39,074 4.4 

Sl: scsss - 9,945,017 9,290,021 I. 654,296 7.1 
Passengers carried 1.502.485 1.072.169 I. 430,316 40.2 
Passenger-miles. .. 135.412,096 120,411,659 I. 15,000,437 12.4 
Tons freizht carr’d 2,725,191 2,240,430 I. 484,761 21.6 
Ton-miles.......... 634,711,316 582,176,176 I. 52,535,140 9.0 

Av. train lead: 

Passengers, No.... 53 54 D. 1 1.9 
Freight, tons . .... 143 147 D.~. a a 

Av. rate: 

Per passenger-mile. 2.648 cts. 2.909 cts. D. 0.261 ct. 9.0 
Per ton-mile....... 1.882 “ 2.008 “ D. 0.107 “ 6.3 
Locomotive service cost 19.65 cents per mile run. Of the 


total tonnage carried last year 52.4 per cent. was east- 
‘ound and 47.6 per cent. west-bound. 
The earnings for the year were : 











1884, 1883. Inc. or Dee. Pc 

Pret ...sccse $11,946,454 $11,699,194 I. $247,260 2.1 
Passengers..... 3,583,018 3,502,951 I 80.067 2.3 
Mail and exp.. 647,600 590.645 IL 56,955 9.5 
Miscellaneous 114,811 116,651 D 1,840 1.6 

| ee $16,261,883 $15,909,441 I. $382.442 2.4 
Expenses....... 8,975,976 7,652,916 I. 1,323,060 17.3 

Net earnings. $7,315,907 $8,256,525 D. $940,618 11.4 
Gross earn. per 

WO. ins nis 6,971 7,169 D 198 
Net cara. pe 

| 3.130 3,721 D 581 1,59 
P.c. of exps 55.09 48.10 I Cle .... 


53 | $269,716 for the sinking funds paid in 1 


Expenses include taxes, which were last year $421,377, or 
2.58 per cent. of the gross ings. 
The result of the year, in a condensed form, was : 





Net earnings (Atchison and Southern Kansas)...... - $7,315,907 
Interest, rentals, etc., received.... ...0... .e.ee eens 158,904 
Land grant trust for interest on bonds.......... .....- 188,281 
NOMI goin ccscsavew. vossascinecseehins 408 $7,663,092 
Foreign pool accounts....... ....seccsse coos $241,677 
Interest, A., T. & S. F. bonds .... .......... 1,467,684 
bs Southern Kansas bonds............ 344,8''0 
e land grant bonds.............. ..-. 188,281 
* bonds of leased roads....... ...... 866,655 
IIE: oscc5c5 concaescaaaaeds skonadars 269,716 
Rental of rolling stock..............0005 sees 25,500 
re errr ee 3,414,736 
eS 6,819,109 
Surplus for the year.... ......0.....seseeeeee oo $843,983 
Surplus income, Dec. 31, 1883...........0...5 cee coos 6,039,658 
Tobel. sermius, Dee. Bt, FORE. oc. o..0 seecccsces. cs $6,883,641 


The report say: ‘‘Had it not been for the pool balances of 
1883, then undetermined, amounting to $211,668, charged 
against the above receipts for 1884, the surplus for the year 
would have been $1,055,651. The undetermined pool balances 
for the year 1884 are estimated to be less than $25,000. 

‘*Tt should further be noted that this — isafter deducting 

, which decreased 
the company’s indebtedness by reduciug the amount of the 


7 | bonds previously outstanding, and does not include the prof- 


its of the Atchison Land Grant Department, which for the 
year amounted to $829,101 over and above expenses, taxes, 
and interest on the land grant bonds, and cost of $80,500 
bonds purchased and canceled.” 

The surplus accounts on Dec. 31 included the income ac- 
counts, $6,883,641, and the canceled bond account, $1,874,- 


7 | 500 : a total of $8,758,141, which is represented by the fol- 


lowing : 
Permanent investment in construction in excess of 
stocks and bonds outstanding... ... ...........----$4,105,6 
Materials and supplies on hand.... ..........-...-.++- 1,595,7¢ 
Advances to Atlantic & Pacific Co., of which $1,217,257 
is secured by hypothecation of Atlantic & Pacific 
lands. and $160,000 by Central Division first mort- 
MOE ME enc ctct ns onc ba dina teenea teenies cease ron so 1,723,214 
Mortgage bonds, sundry securities and investments, 
cash on hand, and accounts receivable in excess of 
vouchers, accounts payable, accrued interest to Dec. 





31, 1884, and dividend payable Feb. 16, 1885........ 4,067,857 
SR canst, dbuws cae aen NSS Cee tne Saemmen kien $11,492,475 
Less : 
Amount due land grant trust (secured)...... $1,498,027 
Amounts to credit of renewal and fire in- 
— a ea ae 645,012 
Nominal liabilties on sundry book and sus 
DORMER BODO UMN Sok. ccc cceccceek wes loses 591,295 





2,734,334 
Net surplus.......... . ..- «$8,758,141 
These surplus accounts, therefore, do not represent avail- 
able assets, but are invested in property of various kinds. 
SONORA SYSTEM. 

The business of the Sonora System was again affected by 
the yellow fever. A steamer has been built to run be- 
tween its terminus at Guaymas and other Mexican ports, 
and will, it is expected, bring much traffic to the road. 

As stated above, the system includes the New Mexico & 
Arizona, Benson, Ar., to the Mexican line, 87.78 miles, and 
the Sonora Railway, from the boundary line to Guaymas, 
262.41 miles. The earnings were : 


—N. M. & A. -~~—Sonora.—— 

1884. 1883. 1884. 1883. 
RasRIGRS ....0005 5 .+- $119,309 $137,235 $197,617 $220,506 
vo! errr err 114,019 142,384 230,741 314,001 
Net or deficit...........N.$5,290 D.$5,149 D.$33,124 D.$93,495 
Gross earn. per mile.. .. 1,359 1,563 753 340 
Net earn. per mile....... me eee teteer "  Retens 
Per cent. of expenses.... 95.6 103.8 116.7 142.4 


The report says: ‘‘ There has been expended on construc- 
tion account of the Sonora Railway during the year $64,917, 
against $206,531 in 1883. 
ais The deficiency of the earnings of the Sonora Railway 

during 1884 and previous years, including the expenditures 
for construction, for miscellaueous expenses, and for inter- 
est on its outstanding first-mortgage bonds, has been met by 


> the issue to the Atchison Co.of the balance of the first-mort- 


gage bonds of the Sonora Railway Co., limited, which were 
reserved for this special purpose, and therefore the defi- 
ciency has not been charged to the Atchison Co.’s income ac- 
count. 

‘** The total amount of the Sonora Co.’s bonds now owned 
by the Atchison Co., but not placed on the market, is $1,098,- 
000 ; and the whole amount authorized—namely, $20,000 
per mile, including $100,000 on deposit with the Mexican 
government—has been issued. 

‘*Of the subsidy due from the Mexican government— 
namely, 32,570,530 (U. 8. currency) there was received 
prior to 1884, $1,092,775; but nothing has been received 
since. There is still dueto the company $1,477,755 (U. S. 
currency), and it is believed that within a reasonable time 
the Mexican government under President Diaz will be able to 
resume the payments to the Sonora Co, All receipts from 
this source will of course be available for the obligations of 
the Sonora Co.” 

ROADS OWNED JOINTLY. 

These roads are the Manhattan, Alma & Buriingame, 
56.62 miles, and the Leavenworth, Topeka & Southwestern, 
46.30 miles, both owned jointly with the Union Pacific : the 
Wichita & Western, 44.93 miles, owned jointly with the St. 
Louis & San Francisco. 


The results on these lines were : 
Earnings. Expenses. Net or deficit. 
Man.. Alma & Bur....... $54,171 51,042 N. $3,129 
Leav., Top. & 8. W....... 87,109 107,014 D. 19,905 
Wichita & Western... ... 40,425 21,321 N. 19,104 


The Wichita & Western was operated only three months of 
the year, having been completed Oct. 1. The Atchison Co. 
in each case receives one-half the profits or bears one-half the 
losses. 

LAND DEPARTMENT. 

The operations of the Land Department during 1884 were 
as follows : 353,090.76 acres were sold, at an average price 
of $3.36 per acre, for the sum of $1,186,027. 

The cash receipts of the department during the year were 
$1,209,717. 

The expenses of the department were $119,443, the taxes 
$30,451, making the total disbursements for the year 
$149,894. 

The net results of the operation of the year were therefore 
$1,059,823. In addition to this there was received from 
interest, less sundry expenses of the trust, $51,262, making 
a total of $1,111,085. Of this amount there was paid for 
interest on land grant bonds $188,281, and $93,702 for 
$80,500 land grant bonds purchased and canceled, leaving a 
balance for the year of $829, 102. 

‘Since Jan. 1, 1885, there have been purchased and can- 


28 celed $100,000 additional of the land grant bonds ; and the 


purchases would have been largely increased but for the 
difficulty in’ obtaining the bon 


and the price they have 
commanded. 








GENERAL STATEMENT, 


A condensed general summary of the operations of all the 
lines is as follows : 





Net profit, Atchison and Southern Kansas............. $1,325,367 
Profit, Manhattan, Al. & Bur... .........ccccseceeesecs 1,565 
Oe HUE BE FV ORNET EE oo dn ccc ceessecccnsos s0e0rinee 9,552 
Se gh ae Dra See EE ae oe eC Pe $1,336,484 
Loss on Leavenworth, T. & 8S. W.... ........- $37,553 
1 BOBOES BPA soc scicccvnscivccssecess 334,133 
———«=—s«-3371, 686 
Net profit from all lines..... ... .....+5 sees ee $964,798 


This statement does not include sinking fund payments or 
receipts from land grant. Dividends ($3,414,736) are de- 
ducted before giving the net profit above. 

The earnings of the company were reduced during the year 
by strikes, which closed the coal mines in Colorado over one- 
half the year, and toward the close of the year were also 
affected by the low prices of grain preventing shipments. 
The traffic was interrupted and the expenses largely increased 
by the wash-outs in the Rio Grande Valley, which continued 
from May to October. The El Paso Branch was entirely 
closed for two months, and there were frequent interruptions to 
the traffic of the main line between Albuquerque and Deming. 

The Colorado business showed no improvement during the 
year, and there was little improvement in the New Mexico 
traffic, except in cattle shipments and in the shipments of ore 
from the new branch to Lake Valley. ; 

The large increase in the operating expenses is explained 
chiefly by the increase in repairs and renewal of track, $673,- 
342 in all. Of this amount the wash-outs and freshets caused 
an expenditure of $330,386 in excess of 1883. In many 
places the Rio Grande abandoned its old channel and attacked 
the track, so that for five months it Was a constant struggle 
to keep trains running, and it was necessary to locate 614 
miles of track entitely new. A relocation of the track to 
avoid future trouble is also beiiig made at other points. The 
entire cost of stone ballasting and of riprapping to protect 
embankments was charged to expenses. 

During the year 101 miles of iron rails were replaced with 
steel, and on the main line all the steel rails were replaced by 
heavier ones. There are now 1,758 miles of track laid with 
steel rails. 

There were added to the mileage during the year the fol- 
lowing lines: Kansas City & Emporia, 56.42; Kansas 
Southern, Chanute to Girard, 39.93; Harper & Western, 12; 
Wichita & Western (one-half), 22.46; New Mexican Rail- 
road, Nutt to Lake Valley, 13.31: Socorro to Magdelena, 
30.58; Silver City, Deming & Pacific, 48.29, the total mile- 
age of these additions being 222.99 miles. The Pleasant Hill 
& De Soto road, 44.89 miles, was sold to the Kansas City, 
Clinton & Springfield Co. for $156,975 cash, the purchaser 
also assuming the $120,000 bonds on the road. The net ad- 
dition to the mileage was thus 178.10 miles, 

The total expenditures for improvements and additions to 
the property, including new equipment, were $1,263,725. 
The expenditures for permanent improvements on auxiliary 
roads were £563,066, Construction expenditures for builc- 
ing new road were $842,850. In addition to these expenses 
there was paid on account of the Kansas City Belt Line, on 
which construction has been begun jointly by this company 
and the Kansas City, Fort Scott & Gulf, $265,000, and for 
the rebuilding of the hotel destroyed by fire at the Las Vegas 
Hot Springs, $164,502. The total amount of expenditures 
on account of construction, including the auxiliary lines, thus 
amounted to 33,089,143. 

CAPITAL ACCOUNTS. 


There has‘been no change in the capital stock of the com- 
pany except by the issue of $2,700 for an equal amount of 
scrip. The bonded debt was increased by the issue of $3.348,- 
000 sinking fund 6s, of which $2,500,000 were sold and $848,- 
000 issued for the purchase of the Silver City, Deming & Pa- 
cific road. There were redeemed by the sinking fund $357,- 
500 bonds of various issues, making the net addition to the 
funded debt $2,990,500. Since the close of the year an ad- 
ditional $2,500,000 of the sinking fund 6s have been sold in 
London, 

The total of bonds canceled by the sinking fund up to 
Dec. 31, 1884, was $1,874,500. 

The renewal fund account stands unchanged, the directors 
having decided to charge the cost of extra work and renewals 
in 1884 toexpenses. The insurance fund has been charged 
with $104,988, the excess of loss over insurance on the fires 
at Kansas City and at the Las Vegas Hot Springs. 

The report says: ‘‘ Since the last annual meeting, the num- 
ber of stockholders has increased by 1,142; and the entire 
capital stock of the company is now represented by 10,532 
stockholders. The fact that so large a number of persons 
have invested their savings in the stock of this company has 
increased the feeling of responsibility on the part of your 
directors, and has led them to consider, above all, the per- 
manent prosperity of the property rather than any present 
gain at the cost of its future stability. And this principle will 
continue to guide them in the management of the property.” 


THE ATLANTIC & PACIFIC ROAD. 


The report treats at considerable length on the relations of 
the company to the Atlantic & Pacific road, giving the whole 
history of the original agreement between this company, the 
Atlantic & Pacific and the St. Louis & San Francisco, under 
which the Western Division of the Atlantic & Pacific was 
built from Albuquerque to the Colorado River. 

In the summer of 1884, as was noted in our columns at the 
time, an agreement was made with the Southern Pacific, un- 
der which the Atlantic and Pacific bought the line from the 
Needles to Mojave, and also acquired the right to the use of 
the Southern Pacific track from: Mojave to San Francisco, 
The result of these negotiations was embodied in four in- 
struments, as follows: ‘‘ By the first, the Atlantic & Pacific 
bought the Southern Pacific division between the Needles and 
Mojave, 242 miles of road, for $30,000 per mile, and, until 
such time as title could be given by the discharge of the 
mortgage upon it, took a lease of it at an annual rental equal 
to 6 per cent. on the purchase price, the purchase price being 
payable (when the title is given) one-sixth in cash and the 
remainder in cash or in Atlantic & Pacific first-mortgage 
bonds, and said bonds, as well as the rental, being guaranteed 
as to one-half part thereof by the Atchison and the St. Louis 
& San Francisco respectively. By the second instrument, 
the Atlantic & Pacific secured trackage and traffic rights 
and facilities between Mojave and Oakland and San Fran- 
cisco, as well as the use of terminals at the latter points, on 
equitable terms ; it being further stipulated that, upon 12 
months’ notice, at the option of the Atlantic & Pacific, it 
might run its own trains between Mojave and San Francisco 
by paying a rental of $1,200 per mile, and that its rights 
under the contract should pass to the Atchison and the St. 
Louis & San Francisco, or either of them,in the event that 
either or both of them succeeded to its rights under the con- 
tract of purchase and lease of the road from the Needles to 
Mojave. The third instrument contained an agreement by 
the Atchison (a like agreement being executed by the St. 
Louis & San Francisco) to buy from the Pacific Improve- 
ment Co. first-mortgage bonds and other securities of the 
Atlantic & Pacific of the par value of $3,096,768, at the ac- 
tual cost to the Improvement Co., to wit, $1,524,3 56, paya- 
ble in six installments in the course of 244 years. This con- 
tract was part of the consideration for the purchase and 
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lease made, and for the’ trackage and traffic and 
terminal fights and facilities conceded under 
the two instruments first named, and was the more readily 
entered into for the reasons, that the securities could hardly 
fail to be ultimately worth the purchase price, that it was 
&xpedient to have them in friendly control, and that they sup- 
piled the means of forming the giiarantee to thé trustee of 
he first niortgage, if such performance should be required. 
The fourth and last iristrunient simiply amended the Tripartite 
Indenture df 1880 by —— clauses of doubtful meaning 
and by adding others, sé adapting it to the altered state of 
facts as to carry out the original purpose arid object of the 
agreement.” 

The report says: ‘‘The foregoing statenient, fromi which 


all minor details have been necessarily excluded, presents in C 


brief the origin, progress and present condition of the Atlan- 
tic & Pacific enterprise. It should be added that from July 
1, 1884, to Jan. 1, 1885, the Atchison Co. advanced $107,- 
835, for which it holds the Atlantic & Pacific Co.’s unse- 
cured notes, and $10,000 secured by $25,000 at par of Cen- 
tral Division first-mortgage bonds. 

‘* The interest due Jan. 1, 1885, was paid by the Atlantic 
& Pacific from the proceeds of the sale of 1,000,000 acres of 
land sold to the Aztec Land & Cattle Co., for which the At- 
lantic & Pacific Co. received in cash $500,000. The Atchison 
Co., through a trustee, invested £150,000 in the Aztec Co., 
for which it received a like amount of capital stock ; and the 
investment will, without doubt, prove a profitable one. 

“The St. Louis & San Francisco Co. under the able and 
friendly managenient of Gen. E. F. Witislow bas throughout 
made the same advances as the Atchison Co.” 

THE CALIFORNIA SOUTHERN. 

The directors, in completing these arrangements, decided 
that their efficiency and value would depend largely upon the 
Atlantic & Pacific securing a connection with he Pacific 
Coast which could not be interrupted by any action of the 
Southern Pacific. Arrangements were made accordingly, by 
which this company acquired a controlling interest in the 
Califoriia Southern foad, already conipleted from San Diego 
td Colton, 210 niiles, . of that company 
agreed to exchange their $s for in botids arid to ex- 
ecute a new mortgage for $10,000 niile, from the pro- 
ceeds of which the extension of 78 miles from Colton to a con- 
nection with the Atlantic & Pacific will be conipleted and the 
road put in good condition. 

The report also refers at considerable length to the advan- 
tages of the Atlantic & Pacific as a through line, and to the 
local traffic which it may be ex: to develop hereafter 
from settlement along the line, and from the development of 
the coal properties which are included in its land grants in 
Arizona. — 
Milwaukee, Lake Shore & Western. 


This company owns a line from Milwaukee, Wis., to Iron- 
dale, 355 niilés, with branches froni Manitowoc to Two Riv- 
er's, 7 miles: Hortonville to Oshkosh, 23 miles; Eland Junc- 
tion to Wausau, 22 miles; Antigo to Malcolm, 13 miles; 
Monico to Rhinelander, 15 miles. It leases (arid practi 
owns) the St: Paul Eastern Grand Trunk, from Clintonville 
to Oconto, 56 miles, making 491 miles at the close of the year, 
Dec; 31 last: 
.. Additions during the year gp! ew éxterision of the main 
linie fromi Bass Lake to Irondale, niles; dnd the lire from 
Clintonville to Oconto, making 102 miles in all. 
_ An extension of the main line to Ashland, Wis., 36 miles, 
is in progress, 

The traffic for the year was: 

884 


j 1884. 883. Inc. or Dec. P.c. 

Passengers carried. .... 278,440 259,694 L 746 7.2 

Passéenger-miiles .....: .:10, 84,697 9,552,770 I. 531,927 5.5 

Tons freight carried... 32,320 484:730 1. 47,500 121 

pe Sas 38,593,270 34,747,993 I. 3,845,277 11.1 
Average rate; 

D. 0.050 ct. 1.6 


Per passenger-mile.... 3.190 cts. 3.240 cts. 
Per ton-mile.......-.... 1.875 * 2.002 * PD. 0.127 “ 6.3 
The average passenger journey last year was 36.2 miles; 
the average freight haul was 89.3 miles. 
The earnings for the year were: 


: 1884. 1883. Ine or Dec. P.c. 
NG BE os okt nad $723,665  $696.618 I. $27,047 3.9 
Passengers........ .... 321.822 309,975 I. 11,847 39 
aka cdenicxadens 68,829 52,070 I. 16,759 32.2 

ONES iccaksitecwiencns $1,114.316 $1,058.66:3 1. $55,059 5.2 
GNOR cit icsaccanccc 743,823 670,525 I. 73,298 10.9 

Net earnings......... $370,493 $388,138 D. $17,645 4.5 
Gross earn. per mile... 2,7'8 2.065 D. 247 8.3 
Net ae - see 604 1,087 D. 183 16.8 
Per cent. of exps.... .. 66.8 633 L a5 


The increase in expenses was due to the operating of man 
miles of new line, upon which no business was yet eveloped. 
and also to the cost of hauling construction material, for 
which no charge was made during the year. 

The result of the year was as follows i 


Net eat'nings, a8 abOVe..................5 Sn Can $370,403 
NE NN 055i sce cddutiananceasackosensapebeticbane 2,062 

ST Ee eee Se eNO ee $372,555 
Interest paid (including income bonds)......... $285,444 
DOO ns bccsrceeesbieds dadsisoeasinoia 





Surplus for the y@at.... ...0000.050 cocese Sbepabe ses. $85,013 
The report states that now the great and rapid increase 
for two years past in the property owtied, its important 
prospects and connections, and the wider distribution of the 
securities, call for an account of what has been done in the 
past, and a full explanation to the stockholders of the con- 
dition of the enterprise, on the eve of the completion of the 
line to a terminus on Lake Superior. ‘‘ When the company 
was reorganized in 1875, the line extended from Milwaukee 
along the shore of Lake Michigan to Two Rivers, and west 
from Manitowoc to Appleton, 126 miles. The country was 
thickly settled, well cultivated, and the towns on the line 
were growing in population and manufactures, but the com- 
petition from the lake and shorter lines of railway to —_ 
ton, the terminus, reduced the traffic and rates to very low 
figures. The gross earnings for 1875 were $182,137. An 
extension into the unoccupied territory north of Appleton 
was the only means of increasing the business satisfactorily. 
The gy my of — was sparsely settled for é 
miles, but beyond that line to Lake Superior, for 130 miles 
was an unbroken forest, and in that part of the region 
lying south of the lake for 50 miles were valuable iron 
mines, hitherto inaccessible. It was decided to penetrate 
this country, as yet uninhabited and full of promise of busi- 
ness. * * * Tt will, however, be some years before any 
farm products are raised beyond the needs of the local popu- 
lation; the most profitable employment for labor being in the 
cutting of timber. 

‘The road is to be completed by July, 1885, to Ashland. 

‘* The docks, yards, repair shops and station buildings at 
Ashland will cost about $400,000, and this property with a 
large amount of real estate acquired by the company in the 
neighborhood of the docks will be under the mortgage 
known as the Ashland Division mort , Which also covers 
the line of — from the Montreal River to Ashland, 40 
miles in length. In July the company will have in operation 
527 miles, of which 1 miles have be built mainly with 
reference to the development of the iron mines,” 





Richmond & West Point Terminal Co. 


This company controls a large mil of railroad, shown 


=" and is itself controlled by the Richmond & Danville 











Co. Its report is for the year ending Sept. 30. 
The general account is as follows: 
Capital stock (proceeds of $15,000,000)............... $7,500,000 
EL Sit isha wilde aceh hha Cetokd one6sbetnenaecs 60 2,000.00 
Bills and accounts payable....... .....2. seeeceeeeeeeee 548,915 
Bills rediscounted ........ Pesnesdeee 0d 6 wdsees bemEre 20,000 
Individuals and companies..................-.06 ceeees 196,594 
Dividends and CoupOMS...... ........eceee cee ceee tees 183,060 
Bhornge, Wes POM ...60.0 cccscvccscccccscetccceseccsce 3,401 
$10,451,970 
OR ccknce ae. aese awe Gaede oheneesen ‘da $4.793 
EE WOOONGUIND noe. 5.0c0s00s osccssroccccees 264,327 
Stock subscriptions (Wopaid)............... 8,600 
Discount on trust Motes........ 22... .sseee 0. 
Stocks and bonds.........5. .. seccsccerecs 6,495,397 
Subscriptions—Construction Co.......... - 2,875,335 
Advances to companies controlled......... 592,882 
Wharf property, etc... ............0008 -» 120,634 
Other property (railroad). ...... .-.....+. 83.701 
Interest trust notes........ ... -..+6 --. 153, 
a hued SGeaginapoensseian’ 06beeeey . 121,526 
Individuals and companies. .............. 31,138 
— 10,451,979 


The securities owned by the company are as follows: 
Stocks and Bonds. 


Virginia Midland 6 per cent. incomes ................. $1,603,553 
Virginia Midland stock........ ...-..cccccssccscee seve 3,577.3. 
Western North Carolina first consols ...........- >innigaiad 1,325,000 








Western North Carolina seconds ............ «sss. .. 4,110, 
Western North Carolina preferred stock...... .. 3,168,300 
Western North Carolina common stock... 3,168,309 
Charlotte, Columbia & Augusta stock.. . ,302,400 
Columbia & Greenville preferred stock. ... 1,060 
Coiumbia & Greenville common stock............ 1,000,000 
§ spartanburg & Asheville firsts.............005 sescecces 368,000 
Northeastern of Georgia stock ..... 2... 22: sseeeeeee 120,000 
Northeastern of Georgia general mortgage bonds...... 315,000 
Knoxville & Augusta stock ............-00+.cccseeeeee oe 100,000 
Knoxvilie & Augusta railroad firsts......... ......0.... 100,000 
Danville, Mocksville & Southwestern stock............. 49, 
Richmond & Mecklenburg stock.............-02.008 ee 300,000 
Rabun Gap Short Line stock............eceeccecceeeceee 103, 
** Ternnoal ” stock.......... é éammbe 6 didn decks . bene 85,900 
Blue Ridge bonds and county and township bonds.... 309,200 
Georgia Pacific ineomes ...... . cc.cceeceeeeceeees cee 1,828,155 
Georgia Pacific StOOk ......60 ccc ccceccteceee-seesesceees 3,133,980 
Total stocks and borids ......4......00.000. «+ «+ $26,069,021 


Subscriptions to Construction Companies. 
American Construction Co., full paid....:..... 2.2... $24,400 
Richmond & Danville Extension Co., full paid........ 4.500 
Richmond & Danville Extension Co., 90 per cent. paid 2,607,150 


Total subscriptions ...........+e02 --eeeee ee ve+e+ $2,636,050 


The General Agent’s report for the year is given below: 

At the date of the last annual report the mileage of rail- 
roads owned and controlled by this company was 1,688.9 
miles, At present the mileage amounts to 1,808.6 miles, 
by the additional construction of the following extensions : 
Georgia Pacific... 1. 
Western North Carolina....... 22.66 ceseeeeeeceees 68. 
Chester & Lenoir.... .....6...06.645 bioue oeias cae Ee 
Richmond & Mecklemburg......... 0.0.2. ceeeeeesees 26.2 


—- 119.7 
The total mileage being in 

Virginia Midland ..,.... 
Western North Carolina........ 
Georgia Pacific ..... . :...-.s88 
Charlotte, Columbia & Augusta... 
Chester & Lenoif............ cesseces EA ae a 
Cheraw & Chester.. ... pcbserecveckebsdesbvesee: Sees 29.0 
Atlantic, Tennessze & Ohio ..........-..+++: 44.0 
Columbia & Greenville ...... ssee eee 3 
Spartenbers, Union & Columbia 
Laurens Railway..........-..-- 
Asheville & Sparta burg. ..:.....eeeesseeeeee cereeee 
Northeastern, of Georgid.........5..cseeeees ma 
Richmond & Mecklenburg sekesie “ 
Knoxville & Augusta.......cc.cscccccsccesees soecses 


TOOGE.. cccce. ccccvcesasasesccoccsecsenesessoosee 1,808.6 


The extensions above stated of the Georgia Pacific Rail- 
way and of the Western North Carolina Railroad have 
been of the greatest importance to the interests of this com- 


a November, 1883, the line of the former, the Georgia 
Pacific Railway, was opened as a through line from Atlanta 
to Birmingham and the adjacent coal oper. and speedily 
developed a large traffic, which has increased in a most sa 
factory a p te —~ eo mone Division < es 
com ,; from Columbus, Miss. w was completed 
fo the coal fields of the Black Warrior region of Alabama, 
affording outlet for that. district, and the company alread 
finds its large equipment insufficient for the business offered. 
The completed road has been miost carefully and thoroughly 
constructed, The company has earned, during the past year, 
the interest upon its first-mo bonds, although the 
periods of completion excluded it from the advantages of the 
months of heaviest traffic. The earnings of the months of 
October and November, 1884, show conclusively that the 
company will earn a considerable and increasing surplus over 
the first-mor' 
so large a se - oy bonds and stock of the 
Pacific, this fact is o importance. . y 

The construction of fhe Western North Carolina Railroad 
has also been ted successfully, and the contract with 
the state of North Carolina relative thereto has been ful- 
filled. That contract required within the year, a pay- 
ment of $600,000 to the state, a di it with the State Treas- 
urer of $30,000 in state bonds, and the cost of construction 
of 68 miles of railroad from the Pigeon River to the Ten- 
nessee River, near the mouth of the Nantahala. The title of 
the property, held in escrow by the Union Trust Co., pending 
the fuldilment of the said contract with the state, has heen 
turned over to the railroad company. This railroad, occupy- 
ing the only passage at reasonable grade, thro’ h the barrier 
of the Allegheny mountains between the Virginia line and 
Northwest Georgia, a distance of about 400 miles, forms a 
natural highway between the Southern Atlantic states and 
the Northwest, and must attract and control a large traffic. 
The local territory is also receiving wide attention and giv- 
ing evidence of early development. 

by consent of the Terminal Co., as the only holder thereof, 
the first consolidated bonds of the Western North Carolina 
Railroad Co. have been canceled and replaced by an issue 
limited to $12,500 per mile instead of $15,000 per mile. 

The Charlotte, Columbia & Augusta, and the Columbia & 
Greenville, —S year have shown a decrease 
in earnings, as fo owed at the time of your annual 
meeting. This decrease has been due, in part, tu the re- 
duced cotton crop of 1883-1884, but vem g od to the t 
reduction in rates made by the legislation of South Carolina, 
since then modified, but which was in force in its full severity 
during the cotton and heavy traffic movement of that season. 

The earnings of these roads are now increasing, and it is 
hoped that the state will further recognize the injustice and 
impolicy of the railroad legislation, which, while ameliorated, 
still operehes injuriously to the railroad interests. _ 

The Columbia & Greenville Co., on July 1, declined to pay 
the rental of the S nburg, Union & Columbia Railroad 
upon the advice of their counsel, but negotiations were sub- 









interest. Inasmuch as the Terminal Co. is Mail 
Georgia 


sequently undertaken, ard are now penton, which are 
e to result in a satisfactory adjustment between the 
The Virginia’ Midland 

The Virginia Co., by reason of very heavy expen- 
ditures for Oa age and trttement, declared for the com- 
ing year, out of the earnings of the year ending Sept. 30, 
1884, 3 per cent. interest, instead of the usual 6 per cent., 
upon its income bonds, payable July 1, 1885. The property 
ot the company has been tly improved, however, by this 
expenditure, and its equipment put in condition of needed 
efficiency. 

The other properties wherein this company is interested 
have undergone no material change within the year, except- 
ing that the Richmond & Mecklenburg Railroad has been 
completed to Clarksville, and will receive the advantage of 
increased traffic from the territory now opened. 

The latter portion of the past year has been marked by 
severe financial disturbance and business depression. The 
work of construction on the lines above enumerated, made 
necessary by their contract obligations, has been prosecuted 
under most disadvancageous circumstances, during a period 
of extreme distrust in all railroad enterprises. t it has 
been carried through successfully should be a matter of satis- 
faction to the stockholders of thiscompany. The contract 
obligations have all been complied with, and no necessity for 
further extension of any of the lines exists at present. 

When opportunity its it will be advisable that the link 
of 42 miles upon the Georgia Pacific Railway should be 


33 | filled, and the Spartanburg & Asheville Railroad extended 


to Asheville, 20 miles. But both these connections can be 
deferred until a return of confidence and enterprise justifies 
the undertakin ne 
The $2,000, trust notes of this company, secured b 

collateral, matured Jan. 1, 1885. Under the values for rail- 
road securities prevailing for some time past, any realization 
by sale of the collateral would have been impracticable or 
attended with t sacrifice, and consequently a new trust 
note issue of $2,600,000, based upon the securities already 
pledged and a large addition from the additional mileage 
constructed, has been determined upon. These new trust 
notes are for a termof two years from Jan. 1, 1885, and bear 


900 | 7 per cent. interest per annum. It is anticipated that the 


holders of the maturing trust notes will largely exchange 
them for the new issue, an expectation based upon the 
——s a very large proportion of the entire issue already 
secured. 

The increase in the pont amount of trust notes beyond 
the former issue is intended to provide for and fund the float- 
ing debt of the company, incurred by reason of the construc- 
tion already detailed. 


Portiand & Ogdensburg. 


This company owns a line from Portland, Me., to Fabyan, 
N. H., 91 miles, and from Scott’s Mills to Lunenburg, 3 
miles. Its trains use the Boston, Concord & Montreal track 
from Fabyan to Scott’s Mills, 20 miles. The report is for the 
year — Sept. 30. : 

The is now in the hands of a receiver pending a fore- 
closure of the general mortgage and a reorganization of the ° 
company by the bondholders. , 

The equipment includes 16 locomotives ; 25 passenger and 
baggage cars; 110 box, 152 flat, 20 dump and 7 caboose 
cars; 2 service cars, 3 snow-plows and a steam shovel. 

The general account is as follows : 








MAMI. PELL A eutcd sch SktEd’ 6. aahw bao cenacon melee $1,052,186 
TD wapedrcne. 06008008060000000+ 000060 00066008000060 3,177,000 
Receiver’s certificates .........-..s.e-..seeee oe . 175,000 
Unpaid interest on first mortgage bonds 58, 
Accounts and balanceS..........-...-.eeeeeeee eens 198.054 

I Pin inncdwnsc nevi tsccccdiovssdcbedbenggnssnesncd $4,660,332 
Road and equipment........ ........e0eeee ee 
Materia's on hand .. ..........ceeees ceee oe 
Accounts and balances ............-+059+ 
sevccs 96.00% Shade BPH shes eee 2Deenmenee 
PROS NE BATE. cv cccccscsescccce .c02eseness ° 

———_ 4,660.332 


The funded debt includes $800,000 firsts of 1870, and 
$2,377,000 bonds of 1871. Of the latter issue, $1,350,000 are 





held by the city of Portland. 

The traffic for the year was: 

Train miles: 1885-84. 1882-83. Inc. or Dec. P.c. 
Passenger.......-.. «+++ 154.140 135.753 L 18,387 135 
GMS 2 osc snes see 109,836 97.813 1. 12,023 123 
Service and switching.. 59,239 38,280 I. 20,959 55.0 

ee 215 271,846 IL. 51,369 18.8 
Passengerscarried.... 140,318 135.271 I. 5,04 3.7 
Passenger-miles 4,110,140 4.145.282 =D. 35,142 0.8 
Tons freight carried.. 206,813 207,520 OD. 7 0.3 
Ton-miles..... .....- 9,095,696 8,107,097 1. 988,599 12.2 

Av. train load; 

Passengers, No........ 27 BL SOD. 4 129 
Freight, tons... ..... 83 63 o<eawee 


Local business furnished 43.2 per cent. of the passenger 
and 35.2 per cent. of the freight traffic. 
The earnings for the year were: 


1882-83. Inc. or Dec. P.c. 

Freight........00-sccccccsees $186.991 $186,089 IL $911 0.5 

Passengers. ........--++ee0es 133.489 1 2 D. 433 3.9 

LD ans a0dc00 secceccect 14,193 13,842 I 351 2.6 

SE ea 4,673 $338,844 D. $4171 Lz 

Fatt Led ihace denn away aa 702 289,124 D. 44,332 13.3 

Net earnings.. ......--+. $89,881 $49,720 I. $40,161 80.8 

.permile ...... 3,560 3,605 D. 45 1.2 

a Roe e aig aso 956 529 I. 27 «6980.8 
Per cent. of exps .. . ....- 73.1 8.3 D. 122 .. 


Expenses include taxes and the amount paid on purchase of 
new locomotives. 
The Receiver’s account for the year as follows : 





Wet COPMINGS ......0000 2. coes- coccccccccccccsveccsceces $89,881 
Receiver's certificates SOld.... ..... -eeeececcsceeeceeees 175,000 
WOME ons sndceensoss cid aaa aie tia nee $264,881 

New rails, bridges and other improvements... 238,828 
Balance, surplus on hand $26,053 





The chief items in improvements were $194,603 for steel 
rails and $27,768 for fastenings and laying the rails. 

The Receiver reports at considerable length the work done 
under his ¢ for the improvement of the road, which 
includes the laying of 69 miles of steel rails and of some 4 
miles of side track ; the filling of a number of trestles, the 
material for which was obtained chiefly by widening cuts 
and reducing the grade at several points - the rebuilding of a 
large number of small bri and the replacing by iron 
structures of several of the old trestle bridges in the White 
Mountains ; the reconstruction of several stations, and much 
other work of this kind. Four locomotives and 7 passenger 
cars have been bought under agreements by which they are 

id for in instalments. j 
PeThe directors make a short statement, in which they explain 
to the stockholders the necessity for the appointment of a re- 
ceiver, which was required from the fact that the road was 
in a very bad condition, and that the company had neither 
money nor credit with which to make the necessary improve- 
ments. It was found that a reorganization could not be 
longer postponed, and the Receiver was yey in order 
that he might do the necessary work while the reorganiza- 





tion was in progress. 
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EDITORIAL ANNOUNCEMENTS. 


P asses.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 

Advertisements.— We wish it distinctly wnderstood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis 
ing patronage. 





THE FINAL DISPOSITION OF THE BANKRUPT 
RAILROADS. 


We have now fairly entered upon a period of re- 
organization, something like that which occurred 
from about 1876 to 1879, when bankrupt railroads 
built before 1874 were reorganized or formed into new 
systems. This period was then and is now a trying 
one. Desperate efforts are made to get as much as 
possible for the roads that have failed, and this may 
be done sometimes by showing how much harm a 
railroad can do its neighbors, as well as by making it 
earn a profit for its owners. For at such times the 
owners of a railroad may get more for it by selling it to 
a solvent company.than by any possible success in oper- 
ating it. After 1873 this doubtless was much more the 
case than now, forthen the bankrupt roads were many 
of them short lines, which would be much more profit- 
able directly as parts of a system than they could be 
otherwise. During the late period of railroad construc- 
tion comparatively few short roads were built by inde- 
pendent companies, and the larger part of the mileage 
now in receivers’ hands consists of considerable sys- 
tems, as the Denver & Rio Grande, the Wabash and the 
East Tennessee, which moreover are not all new, and 
even such lines as the West Shore, the Nickel Plate, 
and the Texas & St. Louis are fitted to be trunks 
rather than branches, though doubtless they might 
be worth more to some other railroad company than 
to their own stockholders. Nevertheless, it is desir- 
able that the present period of reorganization should be 
also a period of redistribution, as the old one was, and 
it is probable that it will be so. 

There will be, however, strong feeling against the 
absorption of bankrupt lines by old and solvent com- 
panies, at the time when it will be best for the latter 
totake them. Thattime is when the bankrupt roads 
appear to be worth least, which will usually be the 
time when theolder roads too are not doing well, and, 
therefore, when any addition to their fixed charges 
will be deprecated. 

If, for instance, it were proposed that the Lake 
Shore should lease the Wabash now, Lake Shore stock- 
holders would say onthe one hand that the Wabash 
has just proved its worthlessness; that it could not help 
the Lake Shore by contributing through traffic, how- 
ever much it might bring, because through traffic is 
worth nothing ; and on the other hand, they would say 
that the Lake Shore little more than covers its fixed 
charges now, and to incur an addition to them for the 
rent of a great railroad system would be risking bank- 
ruptey. This isan extreme case, but these arguments 
have their effect in nearly all cases now, though the 
line to be acquired may be small and the company 
proposing to acquire it may be in strong financial posi- 
tion. 


Nevertheless, profitable railroad systems are formed 











at just such times, when acquisitions may be had at 
the lowest cost, and when profits generally are least- 
Of course here arises the delicate question of deter- 


A | mining just when profits are least. After 1873, and 


even after 1875, we saw a very bad condition of things 
become worse, and it is easy to make a great mistake 
on this point. 

But the question of what is to become of the bank- 
rupt railroads must be faced. In some cases, though 
they have never done their owners any good, they have 
done other railroads a great deal of harm, In many 
cases, some solvent road can use them to better advan- 
tage than any one else. If they are worth more to 
it than to any one else, it can afford to pay 
more for them than any one else, and if their value is 
generally understood it will doso. These roads are 
not going to sink into the ground. There is a survival 
of the unfittest as well as of the fittest among rail- 
roads. The question is simply, in whose possession 
will they do the most good or the least harm. Tie 
bankrupt road may not be worth what it cost, nor 
one-half, nor one-fourth as much; but when it has 
finally demonstrated how little it is worth, a new 
purchaser can usually get it for what it is worth, and 
the cost need not concern it in the least. 

It is possible that it will be necessary to make some 
railroad systems larger even than any now existing, 
before it will be possible to put orcer into the traffic 
east of the Mississippi and north of the Ohio. If so, 
some roads must be included that are not now bank- 
rupt, and it is very desirable that some such roads 
should become parts of larger systems. But whether 
this is so or not, it is important that the solvent rail- 
road companies should keep close watch during this 
period of reorganization, and not hesitate to secure for 
themselves lines which will be of direct or indirect ad- 
vantage to them, however unprofitable they may have 
been to their present owners. There may be no great 
prizes among them, but their possession may prevent 
losses if it does not add much directly to profits. 

It is just nine years since we treated this subject 
first, and we believe it has been evident to everybody 
since that the railroad companies which then took on 
equitable terms connecting railroads which came upon 
the market did well for themselves and for the com- 
munity, and that if there had been more purchases 
about that time by the old companies, some of the 
later troubles would have been mitigated, if not 
avoided. Of course, it is always possible that the 
present owners of the bankrupt roads will ask unrea- 
sonable prices for them, and that it may be best in 
such cases to wait for a second foreclosure after a re- 
organization, such as occurred several times after 
1873. But the subject deserves attention, for the time 
for action in some cases is close at hand. 








CHICAGO SHIPMENTS EASTWARD. 


The complete report of the through shipments of 
freight of all kinds from Chicago eastward during the 
mouth of March last shows that they were larger than 
they have ever been in any other month—larger even 
than in April of last year, when at the 15-cent rate 
they were greater than they had ever been before. 
The weekly records of flour, grain and provision ship- 
ments did not indicate this, but they are too incom- 
plete to serve as a basis for comparison, the full re- 
port including shipments from many junction points. 
Some important junction points were not included in 
the full report until last year, however, and this 
should be remembered in connection with the follow- 
ing statement of the March shipments for seven suc- 
cessive years, in tons: 

1879. 1889. 1881. 188% 1883, 1884. 1885. 
258,458 321,856 222,573 179,922 308,354 282,120 366,517 

Thus the March shipments this year were 30 per 
cent. more than last year. 

The junction points shipments first included last 
year were on theaverage about 9 per cent. of the other 
shipments, though they may have been more or less 
than that in March and in different years. Allowing 
9 per cent., the largest March shipments heretofore 
were 357,250 tons in 1880 and 336,100 in 1883, against 
366,117 this year. For the five roads carrying in 1880 
the business of course was much heavier than this 
year, when three other roads carry more than 30 per 
cent. of the freight, leaving for the five old ones only 
256,000 tons—which, however, is more than they have 
had to carry in most years. 

As to rates, for a few daysof the month this year the 
basis was 25 cents, but probably little, if any, was 
carried at that rate, or at much more than 20, which 
was the basis for the greater part of the month, and 
for the last half of it a cut of 24 cents seems to have 
been general. Last year, the rate was nominally 30 
cents until March 14, but actually much less; the open 
rate was made 20 cents on the 14th and 15 cents on the 
21st, because the actual rates were as low for some 











time previously. Thus the average rate may have 
been as low last year asthis. Probably it averaged a 
little higher, but certainly not much. In both years 
the margin of profit was extremely small. In 1880 
the rate was 35 cents, and the gross receipts from the 
traffic were probably 8@ or 90 per cent. more than this 
year, while as for net receipts it is probable that there 
was probably $350 then forevery $100 now. In March 
of 1880, however, the Chicago shipments probably 
yielded a larger profit thanin any other month, before 
or since, 

It is well to remember, however, that though the 
railroads carrying the Chicago shipments are doubt- 
less having nearly the lightest net earnings they ever 
made, they are carrying an extraordinarily large 
amount of through freight to the East, the chief part of 
which is grain and flour, shipments of provisions be- 
ing much less than in some previous years. 

Yor the first three months of the year the Chicago 
shipments have been, in tons: 





Three 
Year. January. February. months. 
Pere ooe- 392,512 198,541 650,511 
BOOied dbesrenegaescesa 165,494 169,181 656,531 
ees 698,009 
| rer Perrys 726,885 
erm 813.748 
ERS Saree 234,704 712,613 
Deen eabesisxceace --+- 322,073 366,517 947,961 





Thus for the three months more unmistakably than 
for March have the shipments been larger this year 
than ever before—33 per cent. more than last year, 
and, allowing 9 per cent. or junction points; not 
then included, 74 per cent. more than in 1885 and 20 
per cent. more than in 1882. In all these years, rates 
were well maintained in 1880, and pretty well in 
1881, and tolerably in 1883. In 1879 they were very 
much demoralized; in 1882 lower than at any other 
time, at least in January and February; and this year 
and last they were irregular and lowin January and 
February and very low in March, but lower this year 
than last, 30 cents having been the basis most of the 
time then, while there was no attempt to get more 
than 25 cents last winter. The traffic, however, has 
been immense this year, and it doubtless would have 
been large had a 25-cent rate been maintained all 
winter, though the low rates doubtless very greatly 
increased 1t in March. 

That the railroads, some of them being in desperate 
straits for money, have not been able to maintain 
rates during this period of extraordinary shipments is 
a further proof, of which there have been many, that 
growth of traffic cannot be depended upon to insure 
remunerative rates. Nothing but an wnexpected 
growth of traffic can do this, for if the increase is fore- 
seen, it will be provided for, and usually many times 
over, because it can be provided for at little cost, and 
compatatively little addition to existing appliances is 
required to enable the eight Chicago roads to carry 
vastly more than they carried last March even. 

At the rate of the last three months the Chicago 
shipments would be 3,792,000 tons per year; at the 
March rate, 4,400,000 tons; while the largest shipments 
in any entire year heretofore were 2,889,000 tons, in 
1881, or allowing for junction points not. then in- 
cluded, 3,150,000 tons. The traffic of the Northwest is 
not increasing fast enough to overtake the capacity of 
these railroads for many years, and if only then can 
they make a profit, they will probably be unprofitable 
nine years out of every ten hereafter. 

Assuming that the shipments on the average were 
for but three-fourths of the distance from Chicago to 
New York, then a difference of 5 cents per 100 Ibs, 
in the rates on the shipments of the last quarter was 
equal to a difference of $632,000 in the profits of the 
railroads engaged in carrying it. Perhaps under 
existing circumstances they made a profit of one-half 
more than this on this vast business, or nearly $1,000,- 
000. At the rates prevailing in 1880 they would have 
made nearly $4,000,000 from the same business. The 
fact is not sufficiently appreciated that a reduction in 
the rate which is but a small proportion of the whole 
rate often destroys nearly all the profit. The 25-cent 
rate which the railroads tried to get last winter leaves 
but a narrow margin of profit ; the 20-cent rate which 
they are trying to get now probably only half as 
much ; while the cuts to 174 and 15 cents which were 
reported at the Chicago meeting, April 1, must have 
swept away nearly or quite all the profit that remained. 
Unless something can be done to prevent such rates as 
these last named, it will be a matter of indifference to 
the railroads whether the east-bound shipments grow 
large orsmall. Their prosperity will depend almost 
exclusively on their local traffic and the west-bound 
freight, which for most of them is a small proportion 
of their whole business. It does not seem possible that 
this immense traffic, greater than any other of the 
kind in the world (the Chicago shipments being but 
part of the whole east-bound movement), should be 
incapable of yielding a profit to the carriers. 

Shipments after March, unless rates are very low, 





I SRN ss RR 








APRIL 24, 1885] 


THE RAILROAD GAZETTE. 


265 











are usually light until after harvest. In 1879 and again 
last year, however, very low rates made the shipments 
of the second quarter larger than those of the first 
quarter of the year; and low rates now are making the 
April shipments large, though less than last year. The 
circumstances are favorable for making the shipments 
of the spring and summer unusually large, however, 
with a 20-cent. rate maintained. The stock of grain 
at lake ports is extraordinary, and likely to employ the 
lake vessels better than for several years previous. 
Then the flour shipments are extraordinary, and com- 
paratively little of these go by lake. More than all, 
there is a great stock of cornin farmers’ hands, and 
this does not begin to come forward in really large 
quantities until after March, and a large proportion of 
it is distributed in the interior East, and must go by 
rail; it goes, too, by way of Chicago more than other 
grain. At the same rates, traffic till fall shouldbe 
larger than in any other year. It is, however, desir- 
able that rates should not be so low as last year, or in 
1872, and at the 20-cent rate which the railroads are 
trying to get, the shipments may be decidedly smaller 
than in those years. However large it may be, at the 
highest rate that any one seems to think practicable (20 
cents per 100 lbs, for grain and flour), no very large profit 
can be made on the business before fall. Even last 
year’s shipments for the second quarter would prob- 
ably have yielded not much more than $600,000 of net 
earnings at that rate to all the numerous roads con- 
cerned, and, perhaps, not more than $125,000 to any 
Chicago road, unless the proportion of high-class 
freight should be extraordinary. 








The Wabash System. 


The receivers of the Wabash Company have sub- 
mitted a report of the net earnings or deficit of the 25 
leased lines included in the Wabash system for the six 
months ending with November, 1884. From this it 
appears that, as the earnings and expenses were 
char ged for these lines, 16 of them, with an aggregate 
of 1,360 miles of railroad, did not earn their expenses, 
having an aggregate deficit of $312,397. The largest 
deficit was $73,294 on the Cairo Division. but all the 
leased lines in Illinois except the Chicago Division and 
the Toledo, Peoria & Western earned less than their 
expenses. The other nine leased lines, measuring 846 
miles, earned $486,220 more than their working ex- 
penses, so that the entire 2,206 miles of leased road 
earned net for the six months $173,823, or an average 
of $79 per mile. 

The rental of these roads meanwhile was $1,108,954, 
or $462 per mile, and only three of the 25 leased lines 
earned their rental, the profit on these three having 
been : 


Miles Profit. 
CO I sik sds cc candi dintnae ete bank waewe 99.7 $95,808 
Brunswick & Chillicothe. ...............ss++s++++ 38.0 “5,531 
Boone County & Booneville. ..................-06 21.8 1,937 


In length these leased lines form nearly two-thirds of 
the whole Wabash system. They are not all true 
branches, but several form parts of main lines, includ- 
ing the company’s line to Peoria, from Chicago to St. 
Louis, from Chicago to Council Bluffs, and from 
Council Bluffs to St. Louis. 

It is a mistake to suppose, however, that the above 
figures measure the whole effect of these lines cn the 
profits (or losses) of the Wabash Company. Most of 
the traffic of these lines passes for a greater or less dis- 
tance, and often for a great distance, over main lines 
owned by the company. where it often yields a profit. 
Doubtless, as is usual, the earnings on all such traffic 
are apportioned to the several parts of the route over 
which it passes in proportion to their length, and a 
shipment from Council Bluffs to Toledo at an average 
rate of 1 cent per ton per mile might net a loss on the 
western part of the long route, where the traffic is 
thin and the expense per ton comparatively high, and 
net a gain twice as great as the loss on the longer 
eastern haul over lines where the traffic is heavier and 
the expense per ton per mile lighter. 

The value of feeders to a main line, however, dis- 
appears very. rapidly as the main line rates decline. 
On the Wabash much and perhaps most of the through 
traffic, at least west of the Mississippi, pays trunk line 
rates. There was very little profit in these for any- 
body last year, and least for the western sections of the 
routes on which these rates are made, because their traf- 
fic isrelatively thin. This yearit is even less profitable, 
and for the Wabash it may very likely yield no profit 
at all. Under such circumstances branches are of no 
advantage unless their own earnings are greater than 
their expenses, however much traffic they may contrib- 
ute to the main line. 

In 1880, when the basis of rates was from 30 to 40 
cents per 100 lbs. of grain from Chicago to New York, 
some of those lines which net the Wabash a loss to- 
day may not have earned their rental nor even their 
expenses, and yet have been a considerable source of 





profit to the lessee, by reason of their adding largely 
to a very profitable traffic on lines which it owned. 
An inconsiderable line 20 or 30 miles long in Western 
Missouri would contribute traffic yielding a profit on 
600 or 700 miles of road east of it, and the profit on 
the 600 miles might cover several times a loss on the 
20 miles. 

But it is doubtless true that the Wabash has a great 
many branches which are and always were wretchedly 
poor properties. After the consolidation with the 
St. Louis, Kansas City & Northern the Wabash took 
nearly every bankrupt road that joined it, and this 
process was followed by applause and enthusiasm in 
financial circles where now the company is often 
characterized as a swindle. In most cases it was 
perfectly well known that the lines then leased had 
always been unprofitable, but it was assumed that 
they would become a source of profit to the Wabash. 
We protested then that the tying together of a dozen 
worthless lines would not render them valuable, but in 
that period of growing prosperity the whole current of 
published opinion favored optimistic views. Hun- 
dreds of persons who regard themselves as honorable 
men and who do not intend to mislead the people 
with whom they deal virtually co-operated in en- 
couraging the sale of securities like Wabash stocks 
and bonds. Combinations of roads previously had 
been followed by a great rise in prices. Consolida- 
tions and leases had become popular. Those who 
ought to be best informed, and from whom conse- 
quently small investors take their cue, bought up se- 
curities whenever a consolidation or lease was re- 
ported, without troubling themselves to inquire 
whether the properties were worth anything, or what 
the effect of the union would be on their profits, be- 
cause they felt sure that what they bought would 
rise in price. Usually it did rise, and then the 
shrewder of the early purchasers, not to say those who 
had engineered the movement, sold out to more per- 
manent investors, who simply followed their lead be- 
cause they felt that these early purchasers would not 
have put so much money into the properties in ques- 
tion unless they had evidence that they were capable 
of making good profits regularly. But, in fact, most 
of them knew little or nothing about them, and if 
they knew anything it was that they had been very 
unprofitable, but since the revival of business had 
been making a better return. They were, in fact, not 
investors, but speculators, and they speculated on the 
continuance of a popular rage for speculation, with 
very little inquiry into the real value of the subject 
of speculation. How many of these are still 
holding the securities they then bought in hopes of an 
early great advance it is impossible to guess. There 
need be very Jittle sympathy with this class. If they 
did not buy with their eyes open, they closed them 
voluntarily. A very large part of them, doubtless, 
joined in recommending the securities after they had 
bought them, as people are likely to praise what they 
have to sell. But this was not always necessary; the 
current once started, it kept on with little artificial 
aid, and most who ‘‘bought fora rise” had only to 
offer their acquisitions to be relieved of them at higher 
prices. 








Cheap Car Wheels. 


The discussion at the last meeting of the Car-Build- 
ers’ Club in this city, of which a full abstract is pre- 
sented in another column, was of more than usual in- 
terest and brought out some important facts: as 
notably the figures presented by Mr. F. M. Wilder, of 
the New York, Lake Erie & Western Railroad, which 
make a striking comparison of the actual results in 
service of using cheap and good car wheels. There is 
a certain natural, if mistakep, reluctance to making 
public figures of this character, even if the means ex- 
ist for preparing them, which, it is needless to say, is 
not always the case. They may not always include a 
large enough average to be fair, and comparisons of 
one road with another are always more or less unsat- 
isfactory and inconclusive. 

But the situation on the Erie has been peculiar. 
While the tendency to make the road first-class in 
every respect has been in the main strong and success- 
ful, yet circumstances familiar to all have made it, 
like Mr. Micawber, ‘the sport and play of debasing 
circumstances,” so that a heterogereous collection of 
good and bad has resulted in many departments, 
without fault, as it would seem, of the officers directly 
in charge. One evidence of this was the collection of 
‘*forty-two draw-bars” illustrated in the Railroad 
Gazette of last year (Sept. 19). Another is certainly to 
be found in the following eloquent figures of com- 
parative breakages of car wheels. 

Disregarding the record of wheels removed for 
legitimate (or illegitimate) wear, the record of wheels 
removed for cracks or breaks, simply taking large 








averages and not the extremes of either good or bad, 
stands as follows: 

Out of 144,000 wheels by four good makers, 907, or 1 in 
159, failed. 

Out of 4,390 wheels by four inferior makers, 751, or 1 in 
5, failed. 

ving 101,610 wheels by indifferent makers, 1,735, or 1 

in 59%, failed. 

Totals, 250,000 wheels, of which 3,393, or 1 in 74, failed. 

This amounts to saying, putting the same facts in a 
different way, that a crew running, say 40-car trains, 
with 340 cast-iron wheels under it, may expect in the 
course of a year to find 


Of wheels made by good makers, two broken or cracked 
wheels, or 1 every six months : 

Of wheels made by poor makers, fifty-eight do. 
every six days ; 

Of wheels made by indifferent makers, six do. do., 
every two months. 


Comparing by single makers of the best make on 
the road only one (1.1) might be expected to break or 
crack on such a train in a year, while of the poorest 
make, eighty-five might be expected in the same time, 
and the average of all classes of wheels should be one 
in 80 days, or about 44 per year. 

Comparing this with other records of the kind, there 
appeared in the Railroad Gazette of April 18, 1884, a 
statement of similar breakages on the Pennsylvania 
Railroad, the latter including all wheels, which shows 
the following comparison : 

No. of wheels broken in 10,000, per <a 


do., or 1 


or 1 


——Pennsylvania.—. N. . E. > w. 
1881. 1882. 1883. 188 
ILD cdo senate 57 48 63 1 
Ecsta. sacsoates 13 8 il 15 
, | | CC 70 56 74 136 


This makes apparently a very unfavorable showing 
for the Erie, but deducting the small number of 4,400 
(the wheels by very bad makers) out of 250,009, we 
have a very different showing, viz., only 108 instead 
of 136 broken per year in 10,000 wheels; and if we 
consider only the 144,000 wheels furnished by what 
Mr. Wilder calls their ‘“‘ regular makers,” we obtain 
the rate of only 63 in 10,000, which compares very 
favorably with the Pennsylvania. The wheels on the 
latter are stated to have come from 15 or 20 of the 
largest manufacturers, but it is but reasonable to be- 
lieve that, owing to causes beyond the control of the 
immediate officers in charge on either road, they in- 
cluded a much less proportion of very inferior wheels. 

Even among these best makers only, however, the 
contrast is very marked. Thus, on the Erie the best 
maker of all had, in 40,000 wheels, 32 in 10,000 break; 
the next best had, in 43,000 wheels, 46 in 10,000 break; 
the next best had, in 21,000 wheels, 56 in 10,000 break; 
the next best had, in 40,000 wheels, 110 in 10,000 break, 
giving the average, as above, of 63 in 10,000. 

No such comparison by makers is possible in the case 
of the Pennsylvania road, since the statement gives 
aggregates only. Even in the case of its own make, 
the quite full statistics given show simply that 110 in 
10,000 of those removed as unfit for service (a very dif- 
ferent thing) were removed as cracked or broken. 

These figures, and some others which have ap- 
peared since the date of some discussion of this sub- 
ject in the Railroad Gazette of April 20, June 1 and 
other dates of 1883, puta very different face upon the 
conclusions there reached. Some breakage reports of 
a very alarming character were received at that time 
from the roads centering in Buffalo,,based however, 
upon the reports of one or two months only, and of a 
less trustworthy character otherwise, perhaps, than 
those which have since appeared. These re- 
ports seemed to indicate that 4 or 5 per cent. per 
annum of cast-iron wheels failed by being cracked or 
broken, as will be seen by the following comparison 
above presented for the average of all wheels on the 
Erie (which, it will be remembered from the above, 
includes a considerable proportion of very bad wheels): 

Buffalo roads 





Erie. Yearly average deduced 
1884 from 1 mo. of 1883. 

Cracked plates....... -lin 118 1 in 451 
“ bub Site aap eae eeiee * 2,530 ~ 6a4 
” SN basses cmacnes 4,810 367 
ee 510 113 
GED tn ensess cdeme 980 199 
Total cracked... . 83 1 in 29 
Broken Fee Se er eee *“ 1,010 236 
flange. sbadvestenee 2,150 1.417 
Peanctivahe » betibachas 25,000 1,240 
pl, ere lin 688 1 io 173 
Total cracked and broken... “ 74 25 


It will be observed ‘that the number of wheels 
cracked on the Erie is less than one-third, and the 
number of wheels broken (the most dangerous class, 
of course), less than one-fourth the number reported 
from Buffalo in the spring of 1883. Had the Pennsyl- 
vania been chosen, the contrast would have been a 
little more than twice as great, and these later and 
more favorable figures are certainly, it would seem, 
far more to be trusted. 

This puts quite a different face on the comparison 
made at that time with English tire-fractures. In- 
stead of there being 80 times as many fractures of 
cast-iron wheels as of tires, as indicated in the first ar- 
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ticle referred to, or 28 times as many, as indicated in 
the later one, the comparison stands : 
Failures of tires in United Kingdom, 1882, by Board of 
Trade reports. . 
—- of cast-iron car-wheels in tread or flange, 
;, in 7 Sen thegeeony Se alegre 
Fractures of cast iron car-wheels in tread or anes, 
Buffalo roads, 1 


1 in 1,631 
1“ 254 


Oe Cocnccevegeecccerees ceccceee 58 


Or twenty-eight times as many. 

Of the best make on the Erie, however, including 
one-sixth of its wheels of all classes, less than one- 
fourth as many break as the average of the entire num- 
ber which leads to the conclusion that, with cast-iron 
wheels of really good quality, the average of fractures 
is only one-hulf greater, instead of twenty-eight times 
greater, than that of steel and iron tires in England, a 
difference which might well beaccounted for, and 
probably more than accounted for, by difference of 
climate. In fact, 50 per cent. is just about the differ- 
ence which has been observed on the Pennsylvania 
Railroad between the highest months and the average 
of the year. On the other hand, it is to be re- 
membered that the comparison has been made_ be- 
tween the best qualities of cast-iron wheels and 
the average of all wrought-iron or steel tires. 
No doubt there are some large classes of the latter 
which would rise high above the average, although 
the difference can hardly be as great as between good 
and bad cast-iron wheels, or anywhere near as great. 
Neither do we know that the very best grade of cast- 
iron wheels bas been selected for comparison, 
aithough the Erie’s large assortment ought to give it 
a fair chance te get the best. It would seem possible, 
if not probable, from the face of the figures given, 
that the wheels made by tha Pennsylvania would make 
a better comparison even than the Erie’s best grade, 
although the fact cannot be directly determined. 

Evidently the largest part of the loss and danger from 
breakages of cast-iron car wheels can be avoided by 
taking pains to get good ones, but not by taking those 
offered at the lowest price. And if the.companies are 
unable to make tests which will show beforehand 
whether the wheels delivered have all the requisite 
qualities, then they must ‘test the makers,” by keep- 
ing records of the service, and especially of the fail- 
ures, of the wheels made by each maker, and confine 
their orders to those who make good ones. 








The through shipments of freight westward from 
New York city in March were almost exactly the same 
this year as last, 54 per cent. more than in 1883, 3 per 
cent. more than in 1881, and 11 per cent. more than 
in 1880, and exceeded only in 1882, but then by 55 per 
cent., the rates then being perhaps a third less than 
the present extremely low rates, which are themselves 
just about one-third less than last year and most other 
years, That the shipments should have been as large 
this year as last is encourgaging, in view of the fact that 
the February shipments were 12 per cent. less than last 
year. But probably the March shipments this year 
were increased by the delay of shipments in February, 
owing to obstructions and the lateness of the season, 
so that we may most fairly compare the aggregates 
of the two months, which show the moderate decrease 
of 5% per cent. this year. The shipments were 26 per 
cent. greater in March than in February this year, 
while they were but 11 per cent. greater in March last 
year, 324 in 1883, 40 per cent. in 1882, 314 in 1851, and 
84 in 1880. It appears therefore that the increase from 
February to March has usually been greater than this 
year, when, however, it was much greater than last 
year. But for the first third of April, as for the whole 
month of March, the shipments were very nearly 
as great this year as last, and more than in any 
other year except 1882. This would bea very favor- 
able showing if rates were not so much lower than 
usual, and if the effect of the greater reduction of 
rates had not been so very great in 1882, when the 
shipments in March were 50 per cent. and in April 65 
per cent. more than in 1881, when they were larger 
than ever before. If the smaller reduction of the rate 
this year has had one-half as great an effect in stimulat- 
ing traffic, then, under natural conditions, the ship- 
ments would have been much less than last 
year, and the trade of the city has been not 
nearly so good. But it is not probable that 
differences in rates have as much effect now as in 
1882, when the reduction doubtless caused much 
coarse freight to go by the trunk lines that otherwise 
would have been held till the opening of the canal or 
have been shipped coastwise and then by other rail- 
roads to the interior. The increasein the trunk line 
shipments then astonished every one, and just how it 
was made up is not quite clear. 

However favorable a light the present large ship- 
ments may throw on the condition of trade, they do 
- not help the railroads much, because of the low rates, 
which cause their gross earnings from the trattic to 
be more than 30 per cent. less than last year and of 


course reduce their net earnings by the same amount 
and by a much larger percentage. The amount of 
the reduction on the March shipments from New 
York for the eastern trunk lines was something like 
$130,000, and the New York shipments are usually 
from 55 to 60 per cent. of the total west-bound 
shipments from the seaboard,while the loss on the 
western connections of the trunk lines is probably two- 
thirds as great as on the trunk lines themselves, ac- 
cording to which the total west-bound traffic last 
March yielded about $360,000 less (net as well as gross) 
than last year. 

Nothing can be done to better this until July, as 
contracts are outstanding for shipments at current 
rates until then. 








March Accidents. 





Our record of train accidents in March, given elsewhere, 
contains brief accounts of 36 collisions, 43 derailments, and 7 
other accidents; a total of 86 accidents, in which 17 persons 
were killed and 84 injured. 

Six collisions, five derailments and one other accident 
caused the death of one or more persons; 15 collisions, 8 
derailments and two other accidents caused injury to persons 
but not death. In all, 12 accidents caused death and 25 
injury, leaving 47, or 56 per cent, of the whole number, in 
which there was no injury to persons sufficiently serious to 
be recorded. 

The 36 collisions killed 10 persons and injured 54; in the 
43 derailments there were 5 killed and 27 hurt, while in the 
7 other accidents 2 persons were killed and 3 injured. 

Of the persons killed, 17, and of those injured, 53, were 
railroad employés, the remainder being passengers or other 
persons ridings on the cars. The employés thus form 761 
per cent. of the killed, 63 per cent. of the injured, and 651¢ 
per cent. of the whole number of casualties. 

As compared with March, 1884, there was a decrease of 
29 accidents; of 9 in the number killed, and of 28 in that 
injured, 

These accidents are classed as to their uumber and causes, 
as follows : 


COLLISIONS: 
eee piheareepeebeaeiniadank cede aces aeebseesssamneee 19 
CRD a ciara ginla sR Rea se Ge SaRe nso SSRREOSESS 545.00 0Gk00¥ dibs 
SOME 00 ic ccccnteccccrcccacecces Sas ucnbeee deectecdoncs we 


DERAILMENTS: 
exe. ig celasanah ns SacRieeeGe seen wedaa SARS Nee 
PR akon nancce Kee eewenes Gage Sen eeekaandeens R 
Spreading of rails 5 
Broken wheel 2 
Broken axle 
Broken draw-head.. 
Dropped brake-beam . 

ML se “heshnan kane gs 
Misplaced GWICE 022s ccecvees 
Ma! icious obstruction. . 

Unexplained 





ed 
| pat at at tt DD 


43 
OTHER ACCIDENTS: 
Broken parallel rod...... .-. 
Broxen wheel, not causing derailment . 
Ov-rhead MpibnR cs o55-2355 fee Bone: 
Car burned while ruoning 
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Seven of the collisions were caused by trains breaking in 
two, the accidents thus recorded being without doubt only 
a sma]l proportion of the trouble arising from broken draw- 
bars or defective draw-gear. Six of the collisions were due 
to mistake in orders or misunderstanding on the part of those 
receiving them; three to misplaced switches, and one to the 
wreck of a preceding train. Several were undoubtedly due 
to the too frequent practice of running freight trains too 
close together. 

A general classification of these accidents may be made as 
follows: 











Collisions. Derailments, Other. Total. 

Defects of road . ......... vi 1 18 
Defects of equipment . ae 10 5 22 
Negligence in operating..... 1 ‘ 29 
Unforeseen obstructions. 1 1 3 
Maliciously caused..... 1 ti 1 
Unexplained 13 13 

MMECdk- gutneecsnocabanyn® 36 43 7 86 


Negligence in operating is charged with 34 per cent. of all 
the accidents ; defects of road with 21, and defects of equip 
ment with 251¢ per cent. 

A division according to classes of trains and accidents is as 
follows : 


Accidents: Collisions. oa. Other. Total. 
To passenger trains....... 3 6 26 
To a pass. and a freight..... 6 - He 6 
To freight trains..... - 2 26 1 54 

Ne sores eacccantans 36 43 7 86 


This shows accidents to a total of 122 trains, of which 35 
(29 per cent.) were passenger trains, and 87 (71 per cent.) 
were freight trains. The proportion of passenger train acci- 
dents given in the record is smaller than usual. 

Of the total number of accidents 40 are recorded as hap- 
pening in the daytime and 46 at night, the first time, we 
believe, that the record has ever shown a greater number of 
night accidents. 

The month of March, although the weather was not gener- 
ally favorable to railroad operation, presents a strong con- 
trast to February, when there were no less than 216 acci- 
dents. The chief cause of difterence between the two months 
is shown in the nature of the accidents recorded. In March 
the collisions formed a very much greater proportion 
of the total number than in February, while in the 
derailments the number of broken rails and broken wheels 
was comparatively small, and there was a total absence of 
those snow derailments which formed so large a part of our 
February record. On the whole, the showing is rather a 








favorable one for the first month of spring, An unusual | 





feature is the small number of accidents from misplaced 
switches; only 1 derailment and 3 collisions being attributed to 
that form of carelessness, Only one accident was maliciously 
caused. There were no accidents during the month of an un™ 
usual nature, and none causing a large number of casualties, 

To show how much the number of accidents fromi broken 
rails depends upon the weather’, the following table Has beéti 
prepared from our records, showing the nuniber of accidents 
attributed to this cause in the first and third quarters of each 
year for 12 years past, arid also the nuniber in the first quar~ 
ter of the ctirrent year : 


Accidents from Broken Rails in the First and Third Quarters 
of the Calendar Year for 12 Years. 


—-Quarter.-—— —-Quarter.-— 

Year —- as Year First. Third. 
a 65 1881.. . 58 13 
See 20 3 | FBS. 0.2.00 se eese 10 a 
| SSR ee 90 3 1883 58 4 
|. eee 26 5 BOOB sk. weckesesven 38 3 

| ek 26 7 —_—— — 
ere 7 2 Twelve years... 439 63 

PEC ax tac euauecks 34 5 | Average. .. ..... 36% 54 

PE raccincex, wanes 7 7... PUES btssensceess 67 “ann 


The table given above not only shows how large a propor- 
tion of the accidents from broken rails occurred in the first 
quarter of the year, but also the marked difference between 
asevere and a mild winter. By following its course the 
severe winters can be picked out without any difficulty, The 
one just closed, it will be seen, has had more effect upon rails, 
judging from the number of accidents caused, than any pre- 
ceding winter for a number of years; the number of acci- 
dents from broken rails being greater than in any year con- 
tained in our record, with the exception of 1875, when no 
less than 90 derailments were attributed to this caiise, whilé 
in the present year there were 67. Ini makirig coniparisons 
from this table between the two years named, it must be re- 
membered that the railroad mileage on which these accidents 
occurred has increased about 40 per cent. On the other 
hand, the quality of the rails in use has undoubtedly shown 
a great improvement by the general substitution of steel for 
iron, and the gradual disappearance of the many iron rails of 
very inferior quality which were laid in the years preceding 
1873. 

For the year ending with March the record is as fol- 
lows : 





Accidents. Killed, Injured, 
NE Si dads cupecsccasavubs aiuarneeans 88 19 168 
Bases Uebatndedds sscsvedesatvctaecapes 32 150 
PDS saaie_ <cencssnpicedbedsnsiaraedevons 40 103 
| GEE 25 142 
August 38 112 
September 21 17 
October 3 170 
November... 47 13) 
December 24 10' 
ae ere 24 182 
February 44 258 
RS ee ee en 17 84 
MN Bae S shoes skh iake: saa ansews 1,266 370 1,783 
Total, same months, PEO IHGE. .cccse: ive 1,518 448 1.883 
et ae 1,534 416 1,742 
a = * 1881-82.......... 1,207 412 1,363 


The yearly average for the four year's was 1,404 accidents, 
412 killed and 1,693 hurt. The monthly average for last 
year was 106 accidents, 31 killed and 149 injured. The 
month of March was below the average in all respects, while 
the year was also below the average, except in the number 
injured, 

The averages per day for the month were 2.77 accidents, 
0.55 killed and 2.71 hurt; for the year they were 3,47 
accidents, 1.01 killed and 4,88 injured. 

The average casualties per accident were, for the month, 
0.198 killed and 0.977 hurt ; for the year 0,292 killed and 
1,408 injured, 








Pennsylvania Railroad Earnings in March, 





The report of the Pennsylvania Railroad for March shows 
for the lines east of PittsLurgh and Erie a somewhat larger 
decrease in gross earnings but a smaller decrease in net earn- 
jngs than in February. 

For 13 successive years the earnings and expenses of these 
lines east of Pittsburgh and Erie in March have been : 





Gross Net 

Year. Earnings. Expenses. Earnings. 
( 5 $2269 678 $96,223 

2,000,92t 961.55 
1 691.616 936,795 
363. 2,033,222 630,675 
A 1 517,168 893,636 
ST eae 2,499,286 1,531,448 96; 838 
Saree 2,603,067 1,615,844 987.223 
Mss sivswsks sees (aan 3,278,186 1,76€,938 1,511,249 
re 2,045,078 1,799,276 
Seo 3,912,293 2,496 491 1,415,802 
Oe 4,189,380 2.733, 963 1,455,427 
1GBS... cccccccocccves 4,002,827 2,598,076 .401,551 
DB is siccccccvosscne 3,635,374 2,474,265 1, 161,109 


The gross earnings this year were the smallest since 1880, 
and the net the smallest since 1879, Compared with last 
year and the year before the decreases are : 


1884: Gross earnings. Expenses. Net earnings. 
INNS. care chenkensee $367,253 $123,811 $243.442 
NE bond .okseuss'es 2 48 17.4 

1883 : 

AMOURE. .....00-00 . $5: nae $259,698 294,318 
rere 9.5 20.2 


The lines west of Phabergh and Erie report a better re- 
sult in March than in any previous month since October last, 
though worse than in any other March except last year, the 
surplus over or the deficiency in meeting all the liabilities of 
the system having been : 

1879. 1880. 1881. 1882. 1883. 1884. 1885. 


Surplus. Surplus. Surplus. Surplus. Surplus. Deficit. Deficit. 
$23,552 $615,059 $374,421 $45,163 $153,366 $96,033 $56,040 


Subtracting the deficits and adding the surpluses above to 
the net earnings of the eastern system, we shall find this 
year’s profits from both systems for the month about $208,- 
500 (15 per cent.) less than last year and $503,400 (81 per 
cent.) less than in 1883. 

For the three months ending with March the earnings and 
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expenses of the lines east of Pittsburgh 


and Erie have been 
for nine years : MOET. 


c Gross anaes Net 
Year. earnings. Expenses, earnings. 
Es con nowaewawieneerad $6,960,070 $4,635,058 $2,325,012 
ES ears ,085,492 4,467,754 2,590.738 
187 7,684,532 4,504,991 3,179,541 
a, ee 9,306 314 5,196,786 4:109, 
Reis eras? 10,129,134 5,965,143 4,164,991 
EE EE 10,592,366 7,022,877 3,569:489 
UE ATdn's cs ote v0 ova deekee 11,830,953 7567 975 4,262,978 
| SR ere 1,003, i 7,808,529 3,695,055 
ET RTE CE ARR: 9,988,587 ©; + 7,006,625 2,981,962 


Thus the gross earnings for the three months were this year 
the smallest since 1880,.the expenses the smallest since 1881 | 
and the net earnings the smallest since 1878, which was before 
business had recovered from the long depression after 1873. 
Compared with last year. and the year before, the decreases for 
the three months have been : 


1884: Gross earnings. Expenses. Net earniogs. 
Amount........ $1,014,997 1,904 $713.093 
Per cent........ 4.1 19.3 

883 : 
Amount... .... $1,842,366 $561,350 $1,281,016 
Per cent........ 15.6 7.4 30.0 


Meanwhile the surplus or deficit of the lines west of Pitts- 
burgh and Erie has been : 








Year. ear. 

1879....... . $149,449 surplus. | 1883 ........ $276.640 surplus. 
1880.. .-. 1,049,129 6 , eee 352,310 deficit. 
1881......... 920,650 a: | ee 320,240 = 
1882 12,286 deficit: 





Adding this surplus to and subtracting the deficit from the 
net earnings of the eastern system, we have as: the profits 
from both systems ; 


Year | Year. 

1879 . .83,328,990 | 1883............ ..... $4,539,618 
1880 ................ 5,158,657 | 1884 3,342,745 
1881. 5,084,641 | 1885................. 2,661,722 
Ree rere 3,557,203 





Thus the decrease for the quarter since last year has been 
$681,000, which is about 3g per cent. on the stock of the 
company now outstanding, and the decrease since 1883 
is $1,878,000, or 184 per cent. on the capital stock, 

Through east-bound freight was very unprofitable last year 
in March, and still more so for the next three months, The 
other through business, freight and passenger, is much less 
profitable now than last year. 








Two New York projects are now before the Massachusetts 
Legislature, one being an extension of a New York railroad 
into Massachusetts, the other a petition for the common- 
wealth to guarantee the bonds of a foreign company, no part 
of whose property is within the state. 

The first of these is the proposition of the Poughkeepsie, 
Hartford & Boston Railroad Company to extend its road 
from the boundary line between New York and Massachu- 
setts to Chicopee, on the Connecticut River. A bill granting 
the right to extend the road as asked for has been reported, 
has already passed the Senate and appears likely to pass the 
House. How much consideration was given to the subject 
by the Committee on Railroads is not publicly known, for it 
has provoked no public discussion and has been carried 
through without any noise or any apparent effort of the 
lobby. The bill being a merely permissive act, authorizing 
the construction of a road through a dozen or more towns, 
all but one or two of which are among the smallest in the 
state, and having no railroad facilities, it may have been 
thought harmless, if it accomplished no good. Judging from 
the report of the New York Commissioners as to the 
condition of the company, there seems to be little prospect of 
an early construction of the proposed extension. But there 
may be another chapter in the scheme, when the people and 
the towns along the projected line are induced to subscribe 
from their limited means for the stock of the company for the 
purpose of building the extension. Possibly these people may 
profit in due season by the experience of other and more 
prosperous communities. 

It is said the Central Massachusetts Railroad Company is 
looking to a connection with this extension for the formation 
of a *‘ through line” to the coal fields and the West. Con- 
sidering the moribund condition of that company and the 
poverty of the other, the prospect for that ‘‘ through line” is 
not very brilliant. 

The other project referred to is that of the Highland Junc- 
tion Railroad Company, which asks Massachusetts to guaran- 
tee bonds for the construction of the ‘‘ Storm King Bridge” 
over the Hudson River. This scheme has been persistently 
urged by energetic agents and very able counsel, aided by the 
advocacy of newspapers and the distribution of elegant pam- 
phlets. A large number of the legislators visited the locality 
of the projected bridge at the expense of the petitioners, and a 
very liberal sum must have been expended in this campaign 
to capture the indorsement of Massachusetts for the 
project of a foreign corporation wholly beyond its borders. 
It is said that there was quite a sharp contest in the commit- 
tee before a final vote was reached; but the recent experience 
of Massachusetts in aiding railroad enterprises has not been 
altogether felicitous, and in view of this the committee voted 
unanimously to report leave to withdraw, 





The Chicago through shipments of flour, grain and pro- 
visions fell off largely last week, indicating that by that time 
the restoration of the rates to the 20-cent basis had taken 
effect, and that it did not take effect April 6, the time ap- 
pointed. The shipments last week were very large, and small 
only in comparison with previous weeks, when rates were cut. 
In the aggregate the shipments of flour, grain and provisions 
were this year and last, compared with the shipments of all 
through freights in corresponding weeks of four previous 
years, in tons : 

1880. 1881. 1882. 1833. 1884. 1885. 
34,560 73,362 32,232 35,728 82,907 70,519 
The rate last year was 15 cents, against 20 cents now. In 





8 | Lake navigation opened April 5 that year. 





1881 at this time the rate was 25 cents for this single week, 
having been 30 cents the week before and also the week 
after, which stimulated shipments. In 1880 this week suc- 
ceeded a period of extraordinarily large shipments. The 
summer rate (80 cents) of that year was already in effect. 


For the last six weeks the aggregate shipments and the per- 








centage going by each railroad have been: 

Tons: Mar. 14. Mar. 21. Mar. 28. Apr. 4. Apr. 11. Apr. 18. 
20,600 23753 20,236 22,267 22,108 22,681 
OO Fe 38.989 47,087 44,805 46,894 54,188 40,650 
Provisions . . 7,086 5,134 =6,041 5,94 6,793 7,188 

TO 004. 08 66,675 75,947 71,082 75,109 83,089 70,519 

Per cent.: 

C. & Grand T.. 8.2 70 9.8 19.2 15.6 20.5 
Michigan Cen. 14.3 24.6 57.7 27.4 20.9 155 
Lake Shore.... 17.1 11.8 6.8 4.6 5.6 4.8 
Nickel Plate... 7.2 8.9 11.3 9.4 9.3 7.8 

t. Wayne .... 20.2 19.3 21.1 198 18.7 25.6 
C.,8t.L.&P... 10.2 1L.7 14.4 12.5 16.8 14.1 
Balt. & Ohio... 111 7.2 7.2 5.3 6.6 8.4 
Ch, & Atlantic. 11.7 9.5 3.7 1.8 6.5 3.3 

, 100.0 100.0 100.0 100.0 100.0 100.0 


Thus the total shipments last week were the smallest for 
five weeks, and 15 per cent. less than the week before. It is 
noticeable that nearly the whole decrease was in grain, the 
one freight which can easily be held for shipment by lake. 

The distribution of the shipments is again very irregular, 
and does not indicate that rateswere maintained. It is very 
hard to believe that with the same rates charged by all lines 
the Lake Shore should get less than one-twentieth 
of the whole. The very small shipments over the Chicago & 
Atlantic last week and in some others may be due to some- 
thing like a rupture between it and the Erie. The Chicago & 
Grand Trunk took a larger share than in any other week 
since January at least, and the Michigan Central, which had 
been leading for a few weeks, fell back. The Fort Wayne 
had a long lead, and the other Pennsylvania line had also a 
larger share than usual, which indicates that if any cutting 
is going on, the Pennsylvania has not been behind in it. The 
two Pennsylvania roads together carried 39.7 per cent. of 
the whole; the three Vanderbilt roads only 28.1 per cent. 

The Chicago & Grand Trunk again leads in flour shipments, 
taking 27.7 per cent. of the whole, the Fort Wayne follow- 
ing with 23.7, and the Chicago, St. Louis & Pittsburgh took 
15 per cent, The Chicago & Grand Trunk also led in pro- 
vision shipments with 3014 per cent. The Fort Wayne car- 
ried 28 per cent. of the grain and nearly twice as much as 
any other road. Generally the distribution has an unhealthy 
look, but these figures are incomplete, and the decrease in 
shipments is an indication that rates were at least not re- 
duced—possibly they were maintained better on grain than 
on flour and provisions, 








The report of the new ‘‘ Southern Pacific Company” shows 
that it owns about 95 per cent. of the stock of the several 
railroad companies which own the line from San Francisco to 
New Orleans (barring the section of 250 miles of the Censral 
Pacific from San Francisco to Tulare), having all but 114 per 
cent. of the Southern Pacific of California stock, all but 
one-fiftieth of 1 per cent. of the Arizona Company, and 
the whole New Mexico Company, but leaving in other 
hands 18%{ per cent. of the shares of Morgan’s Lou- 
isiana & Texas Company (which owns a majority of 
the stock of the Houston & Texas Central), 203¢ per 
cent. of the Texas & New Orleans, 20 per cent, 
of the Louisiana Western, 4%4 of the Galveston, Harrisburg 
& San Antonio, and 32 per cent. of the Mexican Interna. 
tional. The stock of these roads is expressed by large figures, 
but not by much money. The three Southern Pacific Railroad 
companies, with 1,508 miles of road, have $70,922,900 of 
stock, or $47,030 per mile. This is more than 60 per cent, 
of the total stock capital of the several companies controlled 
by the ‘‘ Southern Pacific,” but by the terms of the lease they 
will be entitled to 4214 of the profits, while the Galves- 
ton, Harrisburg & San Antonio, which has 23}¢ per 
cent. of the stock, will take 1614 per cent. of the profits; the 
Morgan Company, with 414 per cent. of the stock, 221s per 
cent. of the profits, etc., the stocks of the various companies 
varying greatly in intrinsic value. In this way,if there 


should be profits enough for 1 per cent. on the Southern i 


Pacific railroads, the Morgan stock would receive about 714 
per cent., the San Antonio stock 1 per cent., the Texas & 
New Orleans 214 per cent., the Louisiana Western 
13g per cent., while nothing is allotted to the Mex- 
ican International, and about 8 per cent. remains, 
probably for the lessee company’s profits. To make such 
dividends as these only about $1,670,000 of profits is required, 
but this must be above all fixed charges, including the rental 
of the Central Pacific. A profit of twice this amount would 
give the Morgan stock 15 per cent. and the Texas & New 
Orleans 5 per cent. The Morgan Company owns the steamers 
which ply between New York and New Orleans and to 
several Texas ports. Its profits over interest and 
taxes in 1883 were reported to be about 28 per 
cent, on the stock, but what it divided does not appear. 
Its property is much more valuable in proportion to its capital 
than that of the other companies, and though it gets 221, 


per cent. of the total profits, it may lose by the arrangement. | 


Indeed, it and the Texas & New Orleans are the only com- 
panies in the list that have ever paid dividends. 








Further reports of March earnings are at hand from 13 
railroads, nine of which had an increase over last year. No 
less than 10 of the 13 roads are Southern lines, among which 
the Alabama Great Southern, the South Carolina and the 
Virginia Midland show small gains, and the Cincinnati 
Southern, the Nashville & Chattanooga, the Vicksburg & 
Meridian larger losses; while there are large percentages of 





gain by the Florida Southern, the New Orleans] & North- 


eastern, the Texas & St. Louis and the Vicksburg, Shreve- 
port & Texas, which were not doing much last year. The 
Central Pacific reports a considerable gain, but its earnings 
last year were exceptionally small. For five years they have 
been in March: 


1881. 1882. 1883. 1884. 1885. 
$1,709,637 $1,969,737 $2,024,533 $1,472,684 $1,540,000 

Thus though 414 per cent. more than last year, they are 24 
per cent. less than in 1883 and 22 per cent. less than in 1882. 
The Alabama Great Southern’s earnings were larger than in 
any previous year. The Cincinnati Southern’s, the Nashville 
& Chattanooga’s and the Virginia Midland’s the smallest 
since 1882. The Des Moines & Fort Dodge, which is in the 
habit of fluctuating in the most extraordinary manner, re_ 
ports the large gain of 28 per cent., and the New York, On- 
tario & Western an increase of 1114 per cent., yet only $341 
per mile of road. The great gains are mostly by roads with 
very light earnings, the Des Moines & Fort Dodge after. its 
increase earning only $233 per mile, the Florida Southern 
$206, the Texas & St. Louis $124, the Vicksburg, Shreve- 
port & Pacific $180, but the New Orleans & Northeastern 
reached $341, which is pretty well for a Southern railroad. 








The total production of anthracite coal last year was 
80,718,293 tons, a decrease of 1,074,734 tons (3.4 per cent.) 
from 1883, but an increase of 1,598,197 tons (5.5 per cent.) 
over 1882. The output for 1884 was greater than in any 
previous year, with the single exception of 1883. The state- 
ment from which these figures are taken gives the entire pro- 
duction, with the exception of that used for steam and heating 
purposes at the mines and by persons employed there, thus 
including all the anthracite which enters into transportation 
and is carried away from the mines. 

The distribution of the coal is shown by the following table, 
which gives the percentage of the total tonnage consumed in 
or shipped to the districts named for three years past : 


1885. 1884. 1883. 

Pennsylvania, New York & New Jersey..... 67.3 68.6 68.5 
ST CIs conic rece vevsnenesasi« bbasnee 16.6 169 17.4 
EE cee Soncbsncocncecsendsétssa0d 8.9 8.0 7.6 
ED MOM ontn secs ndes senses -sascecdse 44 4.0 4.0 
PT Miss cddcnparancs, vee boueesigonshs ati 0.1 0.2 
crises hebbkieSats cae isid S406 een 7 2.3 2.1 
ea ree 0.1 0.4 0.2 
ince s cK casdases acne san ceneee en 100.0 100.0 100.0 


Something over two-thirds of the production was thus 
consumed in Pennsylvania, New York and New Jersey, and 
almost exactly one-sixth in New England. The proportion go- 
ing south remains very small, and nearly all of the shipments 
in that direction are to the three cities of Wilmington, Balti- 
more and Washington, very little going beyond the Potomac. 
The Western trade, of which so much was _ heard 
two or three years ago, grows, but not rapidly, 
and it is altogether probable that some of the expen- 
sive preparations made to secure a share of it have 
been unprofitable ventures. The cost of transportation must 
always make anthracite an expensive fuel in the West, and 
its use is necessarily confined there, outside of the lake ports, 
to the comparatively few who are able to consider conveni_ 
ence rather than cost in their purchases. 

The Canadian consumption, which also grows slowly, is 
governed by very nearly the same conditions as that in the 
West. The shipments to the Pacific coast and to foreign 
ports are insignificant, and do not increase. 








Record of New Railroad Construction. 


Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Columbia & Puget Sound.—Extended from Black Diamond, 
Wash. Ter., to Franklin, 3 miles. 

St. Louis, Fort Scott & Wichita.—Extended from Argonia 
Kan., southwest to Harper, 21 miles. 

This is a total of 24 miles, making 299 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


Miles. Miles 

DRG bketdgtessie: dbsaaeeSd NG re err 267 
eS Ul Ue 269 
i csmitteesedsepe ates venti DIB | BTS... vovesccvcccccecee: cove 399 
Dchinagian sheesh aes Be | hs -nninsasccnserbactadsosa 208 
ss chenanhee sehen, ib sbitie OE | BT veccccaces . BAT 
PM eechistaessrentwatse ¥ FL... Sea rer ..598 

rere BE | Be evccnsececes 6 cvssconcaces 932 


This statement covers main track only, second tracks and 
sidings not being included. 








NEW PUBLICATIONS. 





The Railroad News was started some time ago at Elmira, 
N. Y., with the object of publishing local news and matters 
of general interest, its special constituency being the em- 
ployés of the several railroad lines passing through Elmira. 
The publishers have succeeded in making a bright and inter- 
esting paper and have prospered so well financially that with 
the issue of April 15 the paper was changed from a monthly 
to a semi-monthly. 





TECHNICAL. 


Electric Headlight for Locomotives. 
The Illinois Centra] is still experimenting with the electric head- 
light recently placed on one of its suburban locomotives. Gen- 
eral Superintendent Jeffrey says the new light has not yet 
been sufficiently tried to enable him to prononnce it a success. 
So far it had worked well. It gave a brilliant light and illumi- 
nated the track for a long distance, and had far ter pene- 
trating power in a fog than the ordinary light. But the ques- 
tion to be solved was whether the new light could be depended 
upon and whether it might not suddenly go out from some 
cause or other, and thus lead to accidents. From the experi- 
ments thus far made he had good reason to believe that the 
electric light was the coming headlight. As far as its illu- 
minating power was concerned, it was far superior to the 
usual headlight, and it could be handled and regulated much 








268 








THE RAILROAD GAZETTE. 





| APRIL 24, 1885 





easier. The light is furnished from a small engine, with 
dynamo attachment, on the locomotive, which is run with 
steam from the locomotive boiler. The Illinois Central, Mr. 
Jeffrey says, will give the new headlight a full and fair trial, 
and if it is found that it can be dopuited upon and there is no 
danger of its being suddenly extinguished, his company will 
adopt it for all its trains.—Chicago Tribune. 


Safety-Valve Patents. 


The decision of the United States Supreme Court in the 
case against the Crosby Steam Gauge & Valve Co., sustain- 
ing the validity of the Richardson safety valve patent and 
the previous decision of the United States Circuit Court to 
the effect that the Kunkle valve did not infringe the Richard- 
son patent, have wen | been several times referred to in 
our columns, On April 15, under the Supreme Court de- 
cision, counsel for the Consolidated Safety Valve Co., which 
owns the Richardson patent, applied to the United States 
Court at Indianapolis for an injunction to prevent the further 
manufacture and sale of the Kunkle valve. The motion was 
opposed and, after hearing arguments, the Court refused to 
grant an injunction. , 


Western Society of Engineers. 
The 206th meeting was held in Chicago, April 7, President 
Williams in the chair. 

Mr. Artingstall, for Committee on Topics, reported a list of 
subjects on which the Society should invite papers. It was 
voted that the report be referred back to the committee for 
revision of the preamble. 

Mr. E. J. Ward, an associate, was elected a member. 

The President, Trustee Wright and the Secretary were ap- 
Sere a committee to arrange for quarters for the year 
beginning with May 1, with power to act. 

n motion of Mr. Bates it was voted that members be re- 
quested to come prepared at the next meeting to suggest a 
practical plan for o! —— discussions of topics at meetings 
of the Society. Adjourned, 


An Electro-Plated Passenger Car. 


Some time ago, we called attention to the fact that an Eng- 
lish line (the Southeastern) was the ee ee of the 
only passenger car in existence that was y silver-plated 
all over, on the outside too. Our contemporary, Engineer- 
ing, now publishes a fuller description of this new departure, 
from which we extract the following : 

The most notable feature of the carriage consists in its elec- 
tro-plated steel paneling and electro-plated copper moldings. 
The electro-plating has been tried in order to avoid the ex- 
pense and also the time occupied in re-painting, which, owing 
to the numerous tunnels on the line, has proved to be a large 
item in the expenditure. The paneling is ,; in. in thickness. 
and the moldings are of sheet copper, stamped out under the 
press to the required shape. The roofsticks and the principal 
~s of the side and end framing are of angle iron in com- 

ination with wood ; wood filleting in all cases being fixed to 
the iron framing to receive the screws for fixing the steel 
panels. The exterior of the body with its bright surface of 
electro-plate presents a remarkably handsome ap ance. 
The extra cost over an ordinary carriage consists in the ex- 
pense of grinding, — and plating the mild steel pan- 
eling and the moldings. he plating in this case bein 
silver is rather expensive, but if Stanno-steel, nickel-pla’ 
steel or any similar material were used, the cost would be 
greatly reduced and would compare favorably with a car- 
riage painted a few times under the old oo. 

e work has been carried out from the designs of the in- 
ventor and patentee, Mr. Wm. Wainwright (Carriage and 
Wagon Superinténdent), and forms a most interesting and 
novel experiment. 

The underframe is made entirely of iron, the longitudinal 
sills and diagonals are of angle iron, the end sills and body 
bolsters being of channel iron. The whole is strongly fast- 
ened together by means of knees and gusset plates. The 
buffer and draw springs are com of india-rubber cylin- 
ders, each buffer consisting of six cylinders and the draw 
spring of one. 
Locomotive 


Engines for the Suakim-Berber 


ailway. 


Messrs. Manning & Wardle, of the Boyne Engine Works, 
Hunslet, Leeds, are building a number of locomotive engines 
for the Suakim-Berber Railway. Some have already n 
sent to London for shipment, and others will be sent to Hull 
as soon as possible. They are of the type generally used by 
contractors, and are built fora 4 ft. 84¢ in. gauge. There 
are two sizes, the larger being on six wheels, all coupled; and 
the smaller on four wheels, all coupled. The larger size have 
12-in. cylinders, and wheels of 3 ft. diameter; and the 
smaller size have 9-in. cylinders and wheels of 2 ft. 9 in. 
diameter. The tirm are sending out with the engines 
wrought-iron sheathing 8¢ in. thick, made in two parts 
and so constructed as to cover the entire engine above 
the foot-plate, on which the edges of the cover rest. 
The sheathing is painted white. It is provided with 
suitable doors to give access to the tank and to other 
— of the engine. The driver is completely sheltered. 
‘or his convenience there are inserted in the sheathing a num- 
ber of spectacle glasses, which are protected by doors so con- 
structed that the extent of opening can be regulated to }¢ in. 
The sheathing has been tested with a Snyder rifle, and has 
been found to be bullet-proof at forty yards distance. These 
covers weigh from three to four tons in the case of the large 
engines, and from two to three tons in the case of the small 
ones. Extending around each engine from below the fosto 
plate to within about 3 in. of the ground, there will be 
screens of stout canvas stretched on light iron framework, 
the object being to keep the sand out of the motion part.— 
The Engineer. 


Improvements in the Manufacture of Cement. 


The Engineer states that several patents with this object 
have been —— granted in England. Mr. R. Stone’s im- 

rovement in the process of manufacture consists essentially 
in grinding the materials in a red-hot state, giving a better 
presen material with less consumption of power. The 

urnt clinkers pass red-hot through steel amine rolls of 
special construction, and thence to the grinding rollers, the 
bed-plate of which is made concave and adapted to the lower 
roll, so that the crushed material after passing between the 
rollers is further ground between the lower roll and the bed- 
plate. Mr. F. W. Gerhard adds lime to certain impure sili- 
cates of alumina and iron, and claims to make cement from 
the rotch bat or bovin, and what is known as black lime in 
the Wolverhampton district. Mr. E. W. Harding claims the 
application of us fuel, in kilns of special construction, to 
the burning of Portland cement, together with the utilization of 
the waste heat, for the carbonization of coal and the heating 
of the drying floors; also the mixing of a certain proportion 
of resin with the cement mixtures to assist the calcination. 
Messrs. R. W. Lesley and J. M. Willcox seek to mold cement 
powder into forms suitable for the kilns, as respects size, 
adaptability to free draught, and the like, while dispensing 
nearly, if not altogether, with the water ordinarily required 
to bring it to the pasty condition for this purpose. They 
compress the powdered materials, damped by pressure 
between rollers having cells or cavities wherein the powder is 





molded into blocks of the requisite size. Messrs. J. W. Mat- 


teson, W. J. Chapman and T. G. Matteson seek to improve ; 2% 


the quality of the mixture of chalk, clay and water in cement 
making, technically known as slurry, and obtain at a particu- 
lar stage of the manufacture a more complete admixture and 
homogeneity of the materials, with perfect disintegration, and 
free from small particles of chalk hitherto met with in all 
known processes of manufacture. The apparatus consists of 
a rotary sieve or tempse, preferably of conical shape, revolv- 
ing in a well provided with an exit pipe at one end. 
Railroad Extension in South America. 

The Buenos Ayres Great Southern Railway Co. has re 
ceived advice that the extension of the line from Tandil to 
Juarez has just beer completed and opened to public traffic. 


It is proposed to ultimately ca this extensien to Bahia 
Blanca and the northern limit of Patagonia. 


The Chestnut Street Bridge Foundation. 
At the last meeting of the Engineers’ Club of Philadelphia, 
the discussion on this subject was continued, with the result 
of increasing the evidence that the diagnosis on which the 
present repairs (inclined pneumatic cylinders acting as 
struts) were projected is not sustained by the facts, although 
it was suggested by Mr. Rudolph Hering the work now done 
might be regarded ‘‘as a necessary first step toward remedy- 
ing the real defects as yet untouched.” r. C. G. Darrach 
submitted a series of careful measurements, which seemed to 
make it clear that the trouble has not come from the thrust 
of the cast-iron river-arch, but from the approach back of 
the two stone arches, since the former (and also the interme- 
diate stone pier) has only moved 1 in. west, while the ap- 
roach abutment has moved 4 to 6 in. east, toward the river, 
th at the surface and at the skew-back, except in the mid- 
dle of the latter. The discussion was further continued y 
Professor Haupt and several other members besides those 
above mentioned, but without developing any further facts 
than those mentioned. 


Brakes on Freight Engines. 

In concluding a report on a very destructive collision at 
Leighton Buzzard Station, on the London & Northwestern 
Railway, the British Board of Trade inspector says: ‘I 
would also strongly urge the desirability of mineral and 
goods freight traius being provided with more brake power. 
All engines, freight as well as passenger engines, should be 
fitted with brakes.” Steam brakes are used on freight en- 
gines on many roads. 


Railroad Signals and Electricity. 
The London Engineering says that a large number of signal 
lamps are being fitted on the Great Western Railway with 
electric lamps. 

Mr. J. Tomlinson, the Engineer and Locomotive Superin- 
tendent of the Metropolitan (underground) Railway has pat- 
ented an arrangement by which the signals operated by one 
signalman cannot be put to safety without the co-operation 
of the signalman in the next cabin. This object is accom- 
plished by making and breaking the physical connection be- 
tween the signalman’s lever and the semaphore arm. A 
divided rod is provided with teeth, and the two parts 
carry respectively an electro-magnet and an armature. A 
guide, as the signal is raised, places the engaging devices into 
position for connecting the separate parts of the rod, anda 
spring or weight normally tends to disconnect the separate 
parts. If the lever be actuated to lower the signal while 
the circuit is closed, the separate parts of the rods will, by 
the action of the electro-magnet, be held in connéction, so 
that the signal is operated in the usual manuer, but should 
the circuit be broken, the signal will fly to danger, and re- 
main there, notwithstanding any movement of the operating 
lever, so long as the circuit remains broken. 

Mr. E. Tyer, the inventor of many signaling devices now 
largely used, patents an apparatus for electrically working 
and controlling railroad signals and switches. 


A New Bearing Metal. 


A new alloy, known in Germany under the name “ glass 
composition,” and placed in the market by Mr. Louis Dill, of 
Frankfurt-am-Main, is reported to have found extensive ap- 
plication in that country. It is said to possess the qualities 
of the best composition used for bearing surfaces. It contains 
a certain percentage of a vitreous substance, which, expressed 
in figures, is very trifling, but is stated to be sufficient to im- 
part to the alloy a durability and uniformity not hitherto 
reached. Even ata high rate of speed the heating of journals 
is said to be avoided, and their unequal wear prevented. 
Moreover, the first cost of the composition is reported to be 
less than that of alloys of equal efficiency at present in use; 
and it is finally said to stand wear and tear remarkably well, 
even with a small amount of lubrication, and to be proof 
against atmospheric influence and the action of diluted acids. 
This is certainly a very promising invention, but the admix- 
ture of glass would, we should have imagined, have acted 
prejudicially cn the bearings. But we live in an age of sur- 
prises.—Iron. 


Railroad Stations Lit With Incandescent Lamps. 
The hotel and general offices of the Great Western Railway 
at Paddington (London), and two neighboring railway sta- 
tions are to be lit with incandescent electric lamps. The 
installation will be very extensive, and the use of incande- 
scent instead of arc lights in a railroad depot is somewhat 
novel, 
Birmingham Passenger Station. 

The New street station, Birmingham, England, has been 
recently enlarged, and is now one of the largest passenger 
stations in the world, having an area of about 1114 acres, of 
which 714 acres are under roof. There are 14 distinct plat- 
forms for arriving and departing trains. The five longest 
platforms are each about 800 ft. long and the two shortest 
about 160 ft. each, the aggregate length of all the platforms 
being over 8,000 ft. As, however, nearly 400 trains enter or 
leave the station in a day, there are on the average nearly 30 
trains to each platform on ordinary days, and considerably 
more on general holidays. Six engines are constantly em- 
ployed in switching, and the 132 signals and 104 switches 
are worked from five separate signal cabins, the largest of 
which contains 144 levers, and is worked by seven different 
men during the 24 hours. The usual station staff in all de- 
partments numbers over 600 men. 

The station is approached at one end by a main line of two 
tracks, and at the other by two double track roads. As the 
station is some 20 ft. under the street level, all lines enter by 
tunnels. The station is used by two companies, the London 
& Northwestern and the Midland. 


Dining Cars in Belgium. 
The Belgium State Railway is building a dining car which 
is to run between Brussels and Antwerp during the forth- 
coming exhibition at the latter city. 


Fast Time. 


The Theodore Thomas Orchestra was taken in a special train 
from New York to Boston and thence to Portland, Monday 
afternoon, in the remarkably short time of nine hours, the 
distance being 350 miles. The run to Portland was made 
over the Maine line in two hours 43 minutes, including 12 











stops, the distance being 116 miles.—Boston Advertiser, April 
2 


“The time between Boston and Portland was at the rate of 
42.7 miles an hour, without making any allowance for stops. 








THE SCRAP HEAP. 


Weather Observations on a Railroad. 


A new system of weather observations on the New York, 
Pennsylvania & Ohio Railway went into effect Monday, 
April 13. Observations of the kind of weather and the tem- 
perature are taken at 7.30 a. m., noon, 4 p.m. and midnight. 
at 16 of the principal points on the road, including Cincin- 
nati, Cleveland and en, Ind., in the West, through 
to Salamanca, in the East. These will be reported at the dif- 
ferent hours named to John B. Shaw, Superintendent of Tele- 
graph, at Jamestown. The reports will be put in a conspicu- 
ous place at each of the points and are intended for the bene- 
fit of the railway employés. The trackmen can lay out their 
work according to the kind of weather expected, and trains 
can also be made up heavy or lighter according to whether a 
heavy snowfall may be expected to obstruct the tracks. The 
company will also in case of claims of damages to through 
freight by rain be able to tell the weather experienced the 
entire time the car containing the freight was on the road. 


Railroad Young Men's Christian Association. 

George W. Cobb, Secretary of the Indianapolis Railroad 
Christian Association, has completed his annual report, which 
makes the following showing : 

Number of readers for the year 2,948 
Sixty religious services have been held,with an attendance of 1,266 
Number of letter writers 2 ae 
Number of visits to injured and sick at their homes........ 7 
Number of funerals attended.... .....-.-.. sseceees eoeeeee 7 
Number of visits to offices, shops, switch-houses and yards.. 144 
Number of papers and magazines distributed............... 1,859 
Number of Sooas added to library.... = 
Number of papers and magazines donated for distribution.. 1,002 

Places visited, five, viz.: Louisville, New Albany, Terre 
Haute, Elkhart and South Bend. 

In the seven years the Railroad Christian Association has 
been in operation at Indianapolis, there have been 241 Sun- 
day services, with an attendance of 32,233, and 244 cottage 
meetings, with an attendance of 3,911; 1,172 visits and calls 
have been made upon sick and injured railroad men at their 
homes and in hospitals; 31 funerals have been attended, and 
15,320 rs and magazines distributed among the men, 
besides Bibles and an immense number of tracts. 


Stopping Sunday Work. 


The Bee Line management have instructed heads of all de- 
Se arrange their respective departments to do as 
ittle work as possible on the Sabbath. Superintendents are 
asked to run as few trains as thev can consistently; yard- 
masters to do only yard-work which is necessary. In carry- 
ing out these instructions Yardmaster Davids ordered but 
three switching engines and crews out Sunday. Heretofore 
there have been seven in service. Clerks at the offices are re- 
quired to keep their work up in such a manner that they 
need not be at the offices on Sunday, and everything 
which is practicable is to be done to bring about a better 
observance of the Sabbath on the Bee Line System.—Cincin- 
nati Times-Star. 


Train Robbers. 


A dispatch from Dallas, Tex., April 19, says: ‘‘ A bold 
train robbery occurred late last night on the Texas & Pacific 
Railroad, at a wood station a few miles west of Mineola. 
Joseph Toblowsky, a merchant of Dallas, and a stranger took 
— in the caboose of a freight train in order to reach 

allas nearly a full day earlier than by waiting for the 
regular passenger train. The train was a very long one, and 
when it stopped for wood at a woodyard the trainmen all 
went to the engine, leaving the caboose and its ge ers a 
long way back in the darkness and thick timber. hree 
negroes, armed with navy revolvers, suddenly sprang into 
the caboose, the leader saying: ‘‘Throw up your hands ! 
Your money or your life!” Mr. Toblowsky was relieved of 
nearly $100, a gold watch and chain, and his companion of 
$15 and his jewelry. The robbers then fled into the timber, 
and had 15 minutes’ start before the trainmen heard of the 
occurrence. No captures had been made up to to-night.” 


A Singular Accident. 


A work train on the High Line Division of the Denver & 
South Park Railroad, left Wheeler, Col., April 17, for 
Kokomo, where the company has been at work for nearly 
10 days tunneling through the snow which blockaded the 
road. Some 60 laborers were riding on flat cars. While the 
train was running through a cut where the snow towered 30 
or 40 ft. above the track, the fireman’s elbow, which pro- 
jected from the cab window, grazed the soft snow, and in an 
instant a huge avalanche of snow, boulders and gravel came 
thundering down, knocking the fireman off the seat and 
brushing many of the laborers from the cars against the op- 
posite bank, where they were buried in the snow. The en- 
—. who was unhurt, quickly brought the train to a stop. 

hose who were unhurt went to work at once to rescue the 
unfortunates, andthe engine was sent to Breckenridge for 
reinforcements and physicians. One man was killed out- 
right, five others very badly hurt and some 40 more were 
slightly injured and bruised. 


Not New, but Good. 


‘* Will you be kind enough to take that grip sack off that 
seat,” asked a countryman who got on a train at Luling, 
Texas. 

‘*No, sir; I don’t propose to do anything of the sort,” re- 
plied the drummer, who was sitting on the other side of the 
seat. 

‘*Do you say that you are going to let that grip sack stay 
right there ¢” 

‘* Yes, sir, I do.” 

‘*Tn case you don’t remove that grip sack I shall be under 
the painful necessity of calling the conductor.” 

‘You can call in the conductor, the engineer and the 
brakemen, if you want to. Perhaps you had better stop at 
the next station and send a special to old Jay Gould himself 
about it. 

‘*The conductor will put you off the train.” 

‘*T don’t care if he does. Iam not going to take that grip 
sack from that place where it is.” 

The indignant passenger went through the train and soon 
returned with the conductor. 

‘* So you refuse to remove that grip sack ?” asked the con- 
ductor. 

“3 do” 

Great sensation. 

amet do you persist in refusing to remove that grip 
sack ?” 

‘* Because it’s not mine.” 

‘* Why didn’t you say so at once /” 

‘** Because nobody asked me.”—Texas Siftings. 


Her First Ride. 


A lady, past middle age, stepped aboard Conductor Cou- 
sens’ train at the Saco station Tuesday morning, who, if the 
record is true, must be a lineal descendant of the famous 
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Dutchman of the Hudson, who took a 20-years’ nap among 
the Catskill Mountains. She had worked 23 years for the 
York corporation, and had never stepped aboard a railroad 
train but once in her life. She had remained strictly within 
the corporation limits for five years at a time, rotating from 
boarding house to mill. She did not know, or had forgotten, 
that there was sucha place as Old Orchard Beach. When 
her eyes caught a glimpse of the cottages from the car win- 
dow, she innocently inquired: 

‘““What village is this?” and when told the name of 
Maine’s famous summer resort she gazed with new-born 
wonder. Turning her face seaward, she desired to know— 

‘* What sheet of water is that?” 

When told that it was the Atlantic Ocean, and that one 
could sail over it to England, she exploded with— 

‘* Is—it—possible! ” 

She was on her way to Bridgton, her native town, and 
every change in the rapidly-shifting panorama was a revela- 
tion of new and wonderful things to her, upon which she 
feasted with innocent delight, unmoved by the rapt attention 
with which she was regarded by her amused companion du 
voyage.—Biddeford (Me.) Journal. 


In the Chair Car. 


An old farmer from Tazewell County came aboard a Chi- 
cago & Alton train the other day, and happened to step into 
the chair car. ‘* Now this beats ’em all." he remarked, as he 
looked about him in astonishment. ‘I’ve heerd tell on 
sleepin’ cars and feedin’ cars and them high-toned fixin’s, but 
this is the first time I ever sot eyes on a shavin’ car. Say, 
young feller, where’s the barber? I’m goin’ up to Chicago to 
see my darter Jane, and I believe I'll git my ha’r cut.”—Chi- 
cago Herald. 

Ornamenting the Road. 


The Boston & Albany Railroad proposes to give still more 
attention than heretofore to the beautifying of the grounds 
around the various stations, and has appointed a gardener, 
who will have charge of the work between Boston and Worces- 
ter. The man selected for the position is Mr. E. A. Rich- 
ardson, baggage-mast er at Newtonville. That the appoint- 
ment is a happy one no one will question who last summer 
saw the beautiful surroundings of the Newtonville station, 
and the love for the work that actuated Mr. Richardson. 
The fact that the Newtonville patrons of the road presented 
him last fall with a handsome purse of money shows how 
they approved of his labors.—Boston Herald, April 21. 


Objecting to Examinations for Color-Blindness. 

An order requiring all railroad employés of the Delaware 
& Hudson Canal Co. to undergo examinations as to eyesight, 
hearing, ability to distinguish colors, etc., was recently 
issued, and the locomotive engineers on the Albany & Sus- 
quehanna Division of the road were notified to submit to such 
examination. The appliances to be used in the tests are cards 
with large letters for testing the eyesight, an assortment of 
colored wools for color-tests, a loud-ticking watch for tests of 
hearing, etc. The men protested against the use of these 
devices, and laid the matter before the Brotherhood of Loco- 
motive Engineers, to which they all belong. The Brother- 
hood decided that the men should submit to an examination 
in which the code of signals employed upon the road was used. 
Superintendent Young has directed the discharge of every 
man who refuses to submit to the tests as proposed by the 
company, and the Brotherhood is said to have ordered the 
engineers all along the road to strike in case a man is dis- 
charged for refusing. 

It is said that the opposition to the tests arises partly from 
a fear that the company may use the new system to obtain 
pretexts upon which to discharge men who had made them- 
selves obnoxious by prominence in the Brotherhood and other 
unions. The use of devices such as printed cards, colored 
wools, etc., is, it is claimed by the men, not fair to engineers 
who may be perfectly competent to understand and distin- 
guish the signals used on the road and yet be embarrassed by 
tests to which they are not accustomed. 


General Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Atlantic & Pacific, annuai meeting, at the office in Boston, 
May 21. 

Central, of New Jersey, annual meeting, at the office in 
Jersey City, May 8, at noon. 

Chicago, Burlington & Quincy, annual meeting, at the 
office in Chicago, April 29. 

Delaware Hudson Canal Co., annual meeting, at the 
office in New York, May 12. 

Lake Shore & Michigan Southern, annual meeting, at the 
office in Cleveland, O., May 6. 

Michigan Central, annual meeting, at the office in Detroit, 
Mich., May 7. 

Missouri, Kansas & Texas,annual meeting, at the office 
in Parsons, Kan., May 20, at noon. 

New York, Chicago & St. Louis, annual meeting, at the 
office in Cleveland, O., May 6. 

New York, Susquehanna & Western, annual meeting, at 
Taylor’s Hotel, in Jersey City, May 7, at noon. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, at 2:30 p. m. on June 1. 

Vicksburg & Meridian, annual meeting, at the office, No. 
51 William street, New York, May 4, at noon. 

Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston & Providence, 4 per cent., semi-annual, payable 
May 1, to stockholders of record on Aprii 18. 

Pullman’s Palace Car Co., 2 per cent., quarterly, payable 
May 15, to stockholders of record on May 1. 


Railroad and Technical Conventions. 


Meetings and conventions of railroad associations and tech- 
nica) societies will be held as follows: 

The American Association of Train Dispatchers will hold 
its annual convention in Denver, Col., on W ednesday, June 3. 

The Master Car-Builders’ Association will hold its annual 
convention at the Hygeia Hotel, Old Point Comfort (Fortress 
Monroe), Va., beginning on Tuesday, June 9. 

The Master Mechanics’ Association will hold its annual 
convention in Washington, beginning on Tuesday, June 16. 

The Car Accountants’ Association will hold its annual 
[ay in Minneapolis, Minn., beginning on Tuesday, 

une 23. 

The General Baggage Agents’ Association will hold its 

= il meeting in St. Paul, Minn., on Wednesday, 
y 15. 

The National Association of General Passenger & 
Ticket Agents will hold its next half-yearly meeting in New 
York, at 11 a. m., on Tuesday, Sept. 15. 

The Master Car-Builders’ Club will hold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday in each month. 

he New England Railroad Club will hold its regular 











meetings at its rooms in the Boston & Albany station, in Bos- 
ton, on the evening of the fourth Wednesday in each month. 

The Western Railway Club will hold regular meetings at 
its rooms, No. 102 Adams street, Chicago, on the third 
Wednesday ineach month. 


Foreclosure Sales. 

The Cleveland, Indiana & St. Louis road was sold in Indian- 
apolis, April 21, under a decree of foreclosure, and was 
bought by Mr. Thomas C. Platt, as agent of the bondholders, 
for $40,600, which is about sufficient to pay the Receiver’s 
debts and the cost of the sale. The road extends from 
Anderson, Ind., to Noblesville, 18 miles. The President of 
the company attempted to have the sale postponed and will 
attempt to prevent its confirmation. 


Central Passenger Committee. 
The general passenger agents of the lines represented in this 
organization met in Cincinnati, April 21, for the purpose of 
completing the details of the plan. Nearly all the roads 
which signed the agreement are represented. It is expected 
that the meeting will continue for several days. 


Central Traffic Association. 


The committee appointed at the Chicago meeting reported 
at the adjourned, April 16, and its recommendations were 
adopted, and the meeting finally decided upon the arrangement 
of a new pool. It was resolved to retain the present pool 
until June 1, and up to that time all the roads will continue 
to report to Commissioner Fink. It was decided to make 
connections and exchange business with all the lines east of 
Buffalo and Pittsburgh without considering whether they 
were in the trunk line pool or not. 

The new association will be called the Central Traffic As- 
sociation, and will include all the lines west of the trunk lines 
termini and east of the Mississippi. All freight originatin 
at or west of certain points to be named hereafter, an 
destined for the western termini of the trunk lines, will be 
included in the Association. Pools to be managed by local 
committees will be formed at Chicago, St. Louis, Cincinnati, 
Toledo, Detroit, Peoria, Indianapolis, and such other points 
as may hereafter be selected. 

The affairs of the Association will be managed by a board 
of managers, who will select a commissioner and other 
officers, and, where necessary, the board of managers will 
co-operate with the Trunk Lines Committee, forming a joint 
executive committee. A clearing house, under the charge of 
the Association, will also be provided for. 


Association of American Railroad Superintend-| 4 


ents. 

The Association of American Railroad Superintendents met 
at the Exchange Hotel in Richmond, Va., April 15, in regu- 
lar semi-annual convention. The following members were 

resent: M. V. Heller, Port Jervis & Monticello; J. M. 

etheany, Grand Rapids & Indiana ; Otto Miller, Chicago & 
Northwestern: C. D. Hammond, Delaware & Hudson ; C. 
W. Chapman, —-* ¥ & Foglesville ; J. F. Divine, At- 
lantic Coast Line; J. D. Barton, Long Island; W. H. Ste- 
venson, New York, New Haven & Hartford; J. B. Gardiner, 
New York, Providence & Boston ; A. G. McCausland, Wil- 
mington & Northern ; F. K. Huger, East Tennessee, Virginia 
& Georgia ; Albert Allen, Syracuse, Ontario & New York ; 
J. R. Kenley, Atlantic Ccast Line; E. S. Quintard, New 
Haven & Derby ; Stephen Smith, New York & Greenwood 
Lake; F. D. Laurie, mm Extension; Fred A. Guild, 
Long Island ; R. M. Sulley, Richmond & Petersburg ; Water- 
man Stone, Providence, Warren & Bristol ; W. H. Green, 
Richmond & Danville ; E. T. D. Myers, Richmond, Freder- 
icksburg & Potomac. 

Several new members were admitted to the Association. 
Fn —_— were accepted and other routine business 

is of. 
nder the head of unfinished business an amendment to 
constitution was adopted, requiring written application from 
all persons desiring to become members of the Association. 

e report of the Treasurer showed a balance of $93 on 
hand. committee was appointed to confer with the Treas- 
urer in regard to delinquent subscriptions. 

A committee was also appointed to prepare suitable resolu- 
tions with to the death of Major E. G. Ghio, of the 
Seaboard & oake, a member of the Association who has 
died since the last meeting. 

The Association then proceeded to elect officers for the en- 
suing year. The names of the gentlemen elected were given 
last week. 

A general discussion followed on the question of signals, 
and after this Mr. Stevenson, of the New York, New Haven 
& Hartford road, gave an account of the working of the 
Phelps induction telegraph system, now on trial on that 


road. 

The second day of the meeting (April 16) was occupied by 
an excursion from Richmond to Old Point Comfort on invi- 
tation of the Chesapeake & Ohio Co. The special train pro- 
vided by the company left Richmond at 8:05 a. m. and made 
the run to the Old Point station in exactly two hours, the 
quickest time ever made over this section of that road, which 
is 83 miles in length. The members were entertained very 
poaey by the company, and spent the day in visiting 

ort Monroe and other points of interest in the neighbor- 
hood, including the terminal works at Newport News. In the 
evening, after the return trip to Richmond, they were enter- 
tained by Maj. E. T. D. Myers, a resident member. 

April 17, a number of the members started for New Or- 
leans on a visit to the E ition. The rest left Richmond on 
a special train over the Richmond & Alleghany road, intend- 
ing to reach New York by way of the Natural Bridge and 
Lexington. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—At the annual meeting in 
7 Kan., — 16, the following directors were chosen: 
C. K. Hollida , Topeka, Kan. ; L. a Reading, Kan. ; E. 
B. Purcell, Manhattan, Kan.; S. A. Kent, Chicago; I. T. 
Burr, B. P. Cheney, C. R. Codman, A. W. Nickerson, 
Warren ~ George O. Shattuck, Alden S , W. B. 
Strong, W. F. Wharton, Boston. The new directors are 
Messrs. Codman and Wharton, who succeed Thomas Nicker- 
son and A. E. Touzalin, retired. The board re-elected W. 
B. Strong, President; E. Wilder, Secretary and Treasurer; 
G. E. Goodwin, Assistant Secretary and Assistant Treasurer ; 
A. A. Robinson, General ns and Chief-Engineer; J. P. 
Whitehead, Comptroller and General Auditor: George W. 
McCrary, Gene Counsel; H. C. Clements, Auditor; A. A. 
Glazier, Transfer Agent; B. P. Cheney, Chairman Executive 
Committee. No Vice-President was elected in place of A. E. 
Touzalin, resigned. 


Baltimore & Ohio.—Mr. J. B. Washi m is Acting 
General Superintendent in place of Mr. J. T. Harahan, who 
has gone to the Louisville & Nashville road. 

Brunswick & Western.—The following circular from Gen- 
eral Ma r H. S. Morse is dated Brunswick, Ga., April 3: 

‘* The office of Assistant to the General Manager is hereby 
abolished. Mr. C. R. Wise, who held this position, will for 
the present act as Cashier.” 











Buffalo Soft Coal Pool.—Mr, James Macfarlane, of Tow- 


anda, Pa., has been appointed Arbitrator for the new coal 
pool at Buffalo. 


Camden & Atlantic.—Mr. A. G, Dayton has been ap- 
poets Superintendent in place of Joseph A. Crawford, 
ransferred. 


Chicago & Great Southern.—Mr. George C. Kimball 
has been appointed Receiver in place of Wm. Foster, 
retired. Mr. Kimball has been General Superintendent of 
the road for a short time, and was formerly with the Chicago 
& West Michigan. 


Chicago Railroad Association.—At the annual mosis, 
April 15, the following officers were chosen: President, W. 
8. Baldwin, Louisville, New Albany & Chicago; Secretary, 
Charles H. Grant, Chicago, Burlington & Quincy. 


Chicago, Wisconsin d& Northern.—At a meeting of the 
stockholders in Waukesha, Wis., April 9, the followin 
directors were elected: A. E. Perkins, H. A. Youman, T. W. 
Haight, Col. H. M. Enos, E. W. Chafin, James Templeton, 
H. 8. Hanley, H. T. Glover, W. H. Lee. At a meeting of 
the board the following officers were elected : President, A. 
E. Perkins; Vice-President, H. M, Enos; Secretary, T. W. 
Haight; Treasurer, H. T. Glover; General Solicitor, E. W. 
Chafin. 


Cincinnati Railroad Association.—The following officers 
have been elected for the ensuing year: Thomas P. Barry, 
President; Sam. Morse, Vice-President; Charles O. Tange- 
man, Secretary and Treasurer. 


Hartford & Harlem.—Mr. Charles Fairchild, of Boston, 
has been chosen a director in place of F, L. Higginson, re- 
signed. 

Kentucky Central.—Mr. H. E. Huntington is appointed 
———. in place of Mr. George Bender, now on the 
Indianapolis, Decatur & Springfield. 


Louisville, New Orleans & Texas.—Mr. John R. Hastings 
has been appointed Trainmaster. with office in Vicksburg, 
Miss. He served on the Texas & St. Louis, the Peoria 
Pekin Union, and the Chicago, Burlington & Quincy. 


Maricopa & Pheenix.—The officersSof this company are : 
President, John J. Valentine ; Vice-President, Monroe Salis- 
bury ; Secretary, E. B. Young ; Treasurer, Homer 8. King. 
Office at Maricopa, Arizona. 


National Car Co.—Mr. James R. Langdon, of Montpelier, 
Vt., has been chosen President in place of Lansing Millis, 
eceased. Mr. Henry L. Millis has been chosen a director in 
place of Mr. L. Millis. 


New Brunswick.—Mr. E. R. Burpee has been chosen Vice- 
President in place of Isaac Burpee, deceased. Mr. F. W. 
Cram is appointed General Manager in place of Mr. E. R. 
Bu " Mr. Cram was formerly General Superintendent 
of the European & North American, and when that road 
was leased to the Maine Central he was appointed General 
Eastern Agent of the consolidated line. 


New York Central & Hudson River.—The new board has 
re-elected James H. Rutter President; Cornelius Vanderbilt, 
Chairman; Charles C. Clarke, First Vice-President; 
Chauncey M. Depew, Second Vice-President; Horace J. Hay- 
den, Third Vice-President; Edwin D. Worcester, Secretary : 
E. V. W Rossiter, Treasurer. 


Norfolk & Western.—Mr. Robert W. Smith has been 
chosen Treasurer in place of Mr. G. R. W. Armes, resigned. 


Northern, of Canada.—At the annual meeting in Toronto, 
Ont., April 21, the old directors were re-elected, and subse- 
quently re-elected Frank Smith President, and Wm. Leth- 
bridge, Vice-President. 


Pennsylvania.—The following promotions and appoint- 
ments are announced, taking effect May 1: Sutherland M. 
Prevost, Superintendent of Transportation, in place of John 
Reilly, resigned; office in Philadelphia. Robert E. Pettit, 
General Superintendent Pennsylvania Railroad Division, with 
office in Aleem, in place of S. M. Prevost, transferred. 
Joseph A. Crawford, Superintendent New York Division, 
with office in Jersey City, in place of R. E. Pettit, promoted. 
Mr. Crawford has been for some time Superintendent of the 
Camden & Atlantic and the West Jersey roads, where he is 
succeeded by Mr. A. G. Dayton, transferred from the North- 
ern Central. 


Pennsylvania Company.—Mr. Robert T. Brydon has been 
appointed General Western Passenger Agent, with office in 

icago. He was formerly with the company, but for three 
years past has been Secretary of the Passenger Department 
jn the office of the Trunk Lines Commissioner. 


Pennsylvania Railroad Leased Lines.—At meetings held 
April 14 directors were chosen as below for the companies 
named, whose roads are leased to the Pennsylvania Railroad 
Co.: Bald Eagle Valley.—President, L. A. Mackey; direc- 
tors, E. Blanchard, A. G. Curtin, J. N. DuBarry, James 
Duffy, J. M. Gamble, John P. Green, John Irwin, Jr., C. A. 
Mayer, Wistar Morris, George B. Roberts, Edmund Smith, 
Henry D. Welsh. Bellefonte, Nittany & Lemont.—Presi- 
dent, J. N. DuBarry; directors, John P,. Green, L. A. 
Mackey, George B. Roberts, Edmund Smith, N. P. Short- 
ridge, Henry D. Welsh. 


Shenandoah Valley.—The Receiver has made the fol- 
lowing appointments : D. W. Fiickwir, Superintendent and 
Chief E eer, in place of J. H. Sands and W. W. Coe, re- 

igned; O. P. Royer, General Freight Agent, in place of 
Charles P. Hatch, resigned; E. E. Portlock, Auditor, in place 
of Joseph W. Coxe, resigned; and A. J. Hemphill, Treasurer, 
in place of G. R. W. Armes, resigned. _ The retiring officers 
are all connected with the Norfolk & Western, the changes 
separating the management of the two roads. 


Spanish Fort.—At the annual meeting in New Orleans last 
week the following were elected: President, Frank 8. Bond; 
directors, Jules Aldige, John Glynn, Jr., Robert Mott, 
Alfred Slidell; Secretary and Treasurer, John Glynn, Jr. 


Spencer.—At the annual meeting in Spencer. Mass., April 
13, the following directors were chosen: W. A. Barr, Dexter 
Ballard, John L. Bush, A. W. Curtis, Luther Hill, John 
O'Gara, Joseph 8. Richardson. 


Syracuse, Phenix d& Oswego.—The officers of this com- 
y are: President, H. R. Low, Middletown, N. Y.; Vice- 
President, E. Merry, Phoenix, N. Y.; Secretary and Treas- 
urer, E. 
Barnes. 


Union Pacific Leased Lines.—Directors have been chose 
as below for the Colorado companies named, whose ro ads ar 
leased to the Union Pacific: Colorado Western.— Charle 
Francis Adams, Jr., F. L. Ames, Elisha Atkins, Ezra H 
Baker, F. Gordon Dexter, Edward Dickinson, Sidney Dillon 
Henry McFarland, Willard Feller. Georgetown, Brecken- 
ridge & Leadvi'le.—Charles Francis Adams, Jr., F. L. 
Ames, Elisha Atkins, S. R. Callaway, F. Gordon Dexter, 
Edward Dickinson, Sidney Dillon. reeley, Salt Lake & 
Pacific.—Charles Franeis Adams, Jr., F. L. Ames, Elisha 


R. Page, Oswego, N. Y.; Chief Engineer, James 





A Ezra H. Baker, S R. Callaway, F, Gordon Dexter, 
Sidney Dillon, 
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Valley of Ohio.—At the annual meeting in Cleveland, O., 
April 15, the following directors were chosen for three years: 
T. Everett, D. L. King, J. H. Wade. 


Wabash, St. Louis & Pacific.—The following circular from 
Mr. J. Johaun, Superintendent Motive Power and Machinery, 
is dated Springfield, Ill, April 15 : 

‘* The resignation of Mr. W. H. Selby having been tendered 
and sonesies. this day, Mr. W. J. Brokaw is hereby appointed 
Master Mechanic of Western Division, with headquarters at 
Moberly, Mo. His orders will be obeyed accordingly.” 


West Jersey.—Mr. A. G. Dayton has been appointed 
Superintendent in place of Joseph A. Crawford, transferred. 
Mr. Dayton has been for some time Superintendent of Motive 
Power of the Philadelphia & Erie and the Northern Central 
roads, 


Woodruff Sleeping & Parlor Coach Co.—The following 
= ee Manager John C. Paul is dated New York, 
April 138: 

‘* Wm. A. Wiener is this day appointed Superintendent of 
Parlor Cars on the Long Island and the Manhattan Beach 
roads with headquarters at Long Island City. C. 8S. Leonoir 
has also been ee Assistant Superintendent of this com- 
pany with headquarters at St. Louis.” 








PERSONAL. 


—Mr. P. E. McNeal has resigned his position as Train 
Master on the Texas and Pacific road. 


—Mr. G. R. W. Armes has resigned his position as Treas 
urer of the Norfolk & Western Railroad Co. 


—Mr. W. W. Coe has resigned his office as Chief Engineer 
of the Shenandoah Valley road, but still retains the position 
of Chief Engineer of the Norfolk & Western. 


—Mr. W. H. Selby has resigned his position as Master 
Mechanic in charge of the Wabash, St. Louis & Pacific 
shops at Moberly, Mo., taking effect April 15. 

—Mr. Joseph H. Sands has resigned his position as General 
Superintendent of the Shenandoah Valley road. He still 
remains General Superintendent of the Norfolk & Western. 

—Mr. William Foster, Receiver of the Chicago & Great 
Southern road, has been relieved from that position, his age 
and increasing infirmity rendering him unable to discharge 
the duties. 

—Mr. T. E. Boyden has > = his position as Master 
Mechanic of the New York & New England Railroad to ac- 
cept a position with the Eames Automatic Brake Co., and 
will hereafter represent that company. 


—Mr. G. A. Haggerty has resigned his ition as Master 
Mechanic of the _ Orleans division of the’ Texas & Pacific 
road. He has been on that road about a year, havin 
previously Master Mechanic of the Chesapeake, Ohio & South- 
western. Mr. Haggerty has had a wide experience on a 
number of roads. is address is at Southbridge, Mass., for 
the present. 


—Mr. John Reilly, for a long time past Superintendent of 
Transportation of the Pennsylvania hitesed es resigned on 
account of ill health, resulting from injuries received in an 
accident on the road about a year ago. In accepting the 
resignation the board passed resolutions expressing regret at 
Mr. Reilly’s illness, and thanking him for his 20 years’ faith- 
ful service on the road. 

—Mr. Charles K. Ide died April 15, at his residence in 
Philadelphia, aged 51 years. Mr. Ide was formany years on 
the Philadelphia, Wilmington & Baltimore road, beginning 
as a clerk in the Superintendent’s office. He was Master of 
Transportation from about 1860 up to the time when the road 
passed into —- of the Pennsylvania Railroad Co., 
when he retired from railroad work and engaged in the busi- 
ness of-paper-making in Philadelphia. 

—Mr. Robert T. Brydon, who for some two years has been 
Secretary of the Passenger Department of the Joint Execu- 
tive Committee, and previously was in the General Passenger 
Department of the Chicago, Burlington & Quincy, and still 
earlier General Ticket a of the Ohio & Mississippi, has 
been appointed General Western Passenger Agent of the Penn- 
sylvania Railroad, with office at Chicago. Mr. Brydon has been 
very capable and efficient in his late position, and has the 
qualities and experience which qualify him for his new position, 
where the fact that he is well known by passenger men 
throughout the country and enjoys their cline and es- 
teem will be of no small service. 


—Col. Robert Forsyth, whose death at Savannah, Ga., was 
briefly noted last week, was born in Wheeling, W. Va., in 
1824. He entered railroad service in 1852 as freight agent 
of the Baltimore & Ohio at Wheeling. In 1856 he went to 
Chicago as Agent of the Illinois Central, and remained with 
that company for 9 years. After a short service on the Chi- 
-~— & Great Eastern, he became General Agent of the 
Toledo, Peoria & Warsaw in 1868. He remained with that 
company four years, when he was made General Manager of 
the Southern Despatch line. In 1877 he was appointed Gen- 
eral Freight Agent of the Chicago & Eastern Illinois, and has 
since remained with that company. A short time ago he was 
made Traffic Manager of the road. 

—Mr. William H. Yeomans died at his residence in Bridge- 
etd Conn., April 10, of pneumonia. He commenced as 

rakeman on the Hartford, vidence & Fishkillroad about 
1853 and soon by his prompt attention to duty became worthy 
of promotion which was speedily gained, nae for many years 
he was passenger conductor between Willimantic and W ater- 
bury and between Providence and Hartford. In many cases 
he was detailed for special services which required the 
exercise of good judgment and careful executive ability. In 
1871 he was placed in an important position on the Con- 
necticut Western road and soon became its President, and 
held the position about four years. After leaving this road 
he returned to his farm in Columbia, Conn., and for about 
two years lived there except when occasionally called to assist 
on his old road, Hartford, Providence & Fishkill. Soon after 
he was appointed Sy wry epee of the Housatonic Railroad, 
and had performed that duty with credit and acceptability 
ever since. He was a very careful, pleasant and reliable 
man, who made and retained friends. 

—Mr. Abraham Klohs, Superintendent and Master Me- 
chanic of the ay amy Lake Champlain road, died at 
his residence in Malone, N. Y., — 14, after a long illness. 
Mr. Klohs was born in Reading, ‘a., in 1819, and learned 
his trade as a machinist in that city. In 1843 he entered the 
service of the Philadelphia & ing Railroad and was 
shortly afterwards made Foreman in the ing shops, and 
three years later Superintendent of Bridges and Buildings on 
some of the branches of that road. In 1849 he went to the 
Northern New York (now the Ogdensburg & Lake Cham- 
ay as Master Mechanic, and retained that position until 


been 


870. In that year he resi , but a year later he re-en- 
tered railroad service as ter Mechanic of the Rome, 
Watertown & Ogdensburg road. He remained with that 


company until 1876, when he returned to the Ogdensburg & 

Champlain as Superintendent of the road and also its 
Master Mechanic. . Klohs was a mechanic of the o!d 
school, thoroughly versed in his business practically, and was 
a , conservative and efficient officer. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings of railroad lines for various periods are. reported as 
follows : 


Three months ending March 31: 
1885. 





L Inc. or Dec. P.c 
Ala. Gt. South... $300.544 $273.746 LI. 6,79) 9.8 
Central Pacific.. 4,507,756 4,325,040 I. 182,716 4.2 
Cin., N. O. & T.P. 620,037 573,493 I. 46,544 8.1 
Des M. & Ft. D.. 87,753 79,279 I. 8,476 10.7 
E. Ten., Va. & G. 923,620 969,488 D 4£ 868 47 
Net earnings... 369,684 340,962 I. 28,722 8.4 
Florida Southern 78,927 45,609 I. 33,318 73.1 
Nash., C. & St. L 546,842 604,306 D 57,664 9.5 
Net earnings... 224,439 253,943 D. 29,504 1086 
N. O. & Nor’east. 183,862 106,814 I. 76.988 72.0 
Pennsylvania..... 9,988,587 11,003,584 D. 1,014,997 9.2 
Net earnings:.. 2,981.962 3,695,055 D. 713,093 19.3 
South Carolina... 355,519 373,595 D. 18 076 4.8 
Texas & St. L... 238,238 182,959 IL. 55,279 30.2 
Vicks. & Mer..... 114,971 126,528 D 11,557 9.1 
Vicks., Shreve. & 
eee 8.133 38,947 I. 49,186 126.2 
Va. Midland ..... 325,044 336,068 D 11,024 3.3 
Two months ending Feb. 28: ‘ 4 
Rome, Wat. & Og $208,140 $191,548 I. $16,592 8.6 
Netearnings... 38,780 20,698 I, 18,082 87.4 
Month of January: - 
Florida South... $29,581 $10,009 I, $19,572 195.3 
St. Johns. & ° b 
Champlain..... 17.810 12,640 I. 5,150 40.9 
Month of “ebruary: 
Florida Soutn.. $24,155 $18,539 I. $5,616 30.3 
Rome, W. & Og. 93,745 110,508 D. 16,763 15.1 
Net earnings... 5,527 26,192 D. 20,665 78.9 
Month of March: 
Ala. Gt. South... $97,303 $96,157 I. 1,146 1.2 
Central Pacific... 1,540,000 1,472,684 1. 7 316 4.6 
Cin., N.O0.&T. P. 222,292 230,550 D. 8,258 3.6 
Des M. & Ft. D 32,817 25.580 I. 7,237 27.9 
E. Ten, Va. &G 324,400 331,108 D. 6,708 2.0 
Net earnings... .881 348,230 D. 63.349 428 
Florida South... 25,191 17,061 I. 8.130 47.8 
Nash., C. & St. L. 186,737 206,819 D. 20,082 9.7 
Net earnings... 75,667 87,939 D. 12,272 14.0 
N.O. & Nor’east. 66,103 31,921 I. 34,182 106.8 
N. Y., Ont. & W.. 143,765 129,072 I. 14,693 11.4 
Pennsylvania.... 3,635,374 4,002,627 D. 367,253 9.2 
Net earnings... 1,161,109 1,404,551 D. 243,442 17.3 
So. Carolina..... 14,412 110,695 I. 3,717 3.3 
Texas & St. L... 90,99! 63,809 I. 27,180 42.5 
Vicks. & Mer.... 36,498 38,921 D. 2,423 6.2 
Vicks., Shreve & 
rer 32,237 9,019 I. 23,218 257.9 
Va. Midland... . 121,135 119,363 I. 1,772 1.5 
Second week in April : 
Bur., C. R. & No. $56,757 $47,709 I. $9,048 18.8 
Canadian Pac... 178,000 81,000 I. 97,000 119.8 
Chi. & Alton..... 165,113 164,324 1. 789 0.5 
Chi. & East. Iil.. 27,964 24,700 I. 3,264 13.2 
Chi., Mil. & St. P. 442,000 461,728 D 19,728 43 
Chi. & Nor’west. 408,209 400,853 I. 739 1.8 
Chi., St. P., M. & 
Bi atta Kinet «a 108,400 126,300 D. 17,900 14.2 
Cin., Ind., St. L. & 
Sa Ae 45.761 45,705 LL 5 0.1 
Iilinois Central... 211,400 209,456 I. 1,944 0.9 
Iowa lines ..... 30,200 35.442 D 5,242 148 
Lo Island..... 51,956 47,099 I. 4,857 10.3 
Louisv. & Nashv. 269,465 268,340 I. 1,126 0.4 
Mil. & Northern. 10,805 10,462 I. 343 3.3 
Ohio Central .... 7,344 16.256 I. 1,088 6.7 
Roch. & Pitts .. 19,565 18,938 I. 627 33 
St. L. & San F.. 82,800 82,000 I. 800 0.9 


Weekly earnings are usually estimated in fiart, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 

Coal. 
Coal tonnages for the week ending April 11 are reported as 
follows: 


1885. 1884. Inc. or Dec. P.c. 
TIED 656 os cn’ a0 580,225 769,356 D. 189,131 246 
Eastern bituminous..... 170,568 169,437 a 1,131 0.7 
Cabana’ a tccnun takin 47,076 61,319 D. 14,248 23.2 


The decrease in anthracite tonnage is general, and shows a 
disposition to keep to the allotment. e tidewater stocks 
are lower than for some time past, and the demand is fair for 
the season of the year. Water shipments to New England 
ports have begun well. 

The coal tonnage of the Pennsylvania Railroad for the week 
ending April 11 was : 








Coal. Coke. Total. 1884. 
Lineof road . ........ 122,758 45,674 168.432 177,308 
From other lines....... 85.996 1.402 87.398 75,668 
7 Lae 208,754 47.076 255,830 252,976 
Year to April 11... "2,828,321 672,976 3,501,297 3,575,616 


Increase for the week, 2,854 tons, or 1.1 per cent.; de 
crease for the year, 74,319 tons, or 2.1 per cent. 

The division of anthracite coal tonnage among the com- 
panies for the three months ending March 31 was as follows, 
comparison being made with the allotment made by agree- 
ment for this year, and with the division for the correspond- 
ing periods in 1884 and 1883: 





Allotment. 1885. 1884. 1883. 

Philadelphia & Reading............ 38.85 35.8 34.5 38. 
SS aac 18.1 20.3 21.0 
Delaware, Lackawanna & Western. 16.05 16.8 17.5 15.9 
Delaware & Hudson Canal Co 11.00 96 10.7 py Fe 
Pennsylvania R.R......... 8.00 13.0 11.3 8.1 
Pennsylvania Coal Co.... 5.00 4.6 4.4 4.7 
N. ¥., Lake Erie & Western. 1.50 2.1 1.3 1.2 
MME ae ckicas, chancedse eek 100.00 100.0 100.0 100.0 


The Pennsylvania Railroad, it will be remembered, is not a 
party to the agreement, and has so far this year ship con- 
siderably more than the small proportion to which the other 
companies attempted to limit it. 

Mr. John H. Jones, the Official Accountant, furnishes the 
following statement of the distribution of the anthracite coal 
output for the year 1884, which is given below in comparison 
with the similar statement for 1883 : 

—— -1884. 


a 


Raman, 
Tons. Per ct. Tons. Per ct. 
Penn., N.Y. & N. Jersey . .20,656,297 67.3 21.830.504 68.6 
New England........ .... 5,112,825 16.6 5,387,700 16.9 
Western U.S............ 2,736. 8.9 2,537,174 8.0 
Southern States.......... 1,336,070 4.4 1,284,093 4.0 
Pacific Coast.... ........ 8,85 mace 24.635 0.1 
Canada........ mat tee ote 837,185 2.7 690,498 2.3 
Foreign ports........ 30,978 0.1 33,423 0.1 
MR Seah ackcnneksccd 30,718,293 100.0 31,793,027 100.0 


Delaware, Maryland and the District 
included with the southern states. 

The total tonnage of coal carried over the Missouri Pacific 
road and its leased lines in 1884 was: Mined on line of roads, 
1,002,972: received from other lines, 514,287; total, 1,517,- 
259 tons. Of this tonnage, however, about 60 per cent. was 
used by the company, the coal for company use being 915,439 
tons, and that for other persons, or commercial coal, 601,820 
tons. 


of Columbia are 


Georgia Commission Rates. 
A memorial has been addressed to the Georgia Railroad 
Commissioners, signed by the traffic managers or general 
freight agents of all the rai in the state, asking the 








Commissioners to authorize the increase of rates on grain and 
flour to the tariff in force before the issue of the commission 
circular of Feb. 10, 1882. The memorial represents that the 
local rates on grain and flour in Georgia are lower than any- 
where else, endl tat under present circumstances these low 
rates do not help the interior mills, and that higher rates 
would not discriminate against them in making shipments to 
the coast. The rates now in force have not accomplished the 
purpose for which they were established by the Commission, 
and have been exceedingly oppressive to the roads. A care- 
fully prepared table shows that the rates now allowed the 
Georgia railroads on flour and grain are considerably lower 
than the local rates on the same articles obtaining in any 
other state. 
Cotton. 

Cotton movement for the week ending April 17 is reported 
as follows in bales: 


Interior markets: 1885. 1884. Inc. or Dec. P.c. 
Receipts és! eee’. re 27,750 » 7274 62.1 
Shipments.......... - 21,559 38,858 D. 17.329 44.5 
Stock, April17 ..... 117,823 98,960 I. 18,863 19.1 

Seaports ; 

Receipts. ........... 23,723 30,274 D. 6,551 21.6 
eee 35,057 36,110 D. 1,053 2.9 
Stock, April 17. ..... 610,966 605,599 ie 5,367 0.9 


The total movement from plantations for the cotton year 
(from Sept. 1) to April 17 is estimated at 5,498,608 bales ; 
the increase, as compared with last year, 14,133 bales, the 
decrease from 1882-83 is 1,062,925 bales, and the increase 
over 1881-82 is 381,143 bales. 

Furnishing Grain Doors. 

In the complaint of Sherman against the Union Pacific Co., 
the Kansas Railroad Commissioners have decided that the 
company must pay for grain doors furnished by shippers 
where cars sent to be loaded with grain were not provided 
with such doors. The Board declares that it is the duty of a 
railroad company to furnish cars to shippers in a condition 
fit for use and adapted to the particular freight for which 
they are needed, and that where it becomes necessary for 
shippers to make up deficiencies the companies are liable. 


Chicago-Omaha Freight Rates. 

For some time past, cutting of rates in a small way has been 
going on on freight between Chicago, Council Bluffs and 
Omaha, On April 16 the Chicago, Milwaukee & St. Paul, 
accepting the situation, made an open cut of about 40 ed 
cent. of the tariff rates from Chicago to Omaha, and this 
action was at once followed by the other lines. A meeting 
was held in Chicago, April 17, for the purpose of reaching 
some adjustment and restoring rates. Nothing was done, 
however, an attempt to make a new pool on this business 
being defeated. 


Rates to Lake Superior Points. 

A consultation was held last week between the officers of the 
Northern Pacific and the Lake Superior steamboat lines for 
the purpose of agreeing upon some plan to control rates on 
Lake Superior business during the coming season. Last year 
there was a good deal of quarreling over this business, caused 
chiefly by the contract made by some of the lines to exchange 
business with the Chicago, St. Paul, Minneapolis & Omaha at 
Washburn. This contract has not been renewed, and probably 
will not be this season, but the rail competition to Lake Superior 
points promises to be quite sharp. he plan at present p1o- 
posed is, that.the several steamboat lines in the Lake Superior 
business shall form a pool, while the railroad lines on their 
part will agree to maintain rates. Whether such an agree- 
ment can be made to stand remains to be seer. 


Manitoba Rates. 

The St. Paul, Minneapolis & Manitoba, the St. Paul & Du- 
luth and the Canadian Pacific companies have —— a joint 
summer tariff governing rates from St. Paul, Minneapolis, 
Minnesota Transfer and Duluth to all Canadian Pacific points. 
The rates are lower than any heretofore made. For the 10 
classes the rates from Winnipeg are, in cents per 100 Ibs.: 
107, 86, 69, 52, 47, 45, 34, 33, 46 and 29. These rates are 
to continue until Oct. 1, unless otherwise ordered, and are 
subject to the Canadian joint freight classification, except 
that the minimum car-load weight weight of lumber will be 
30,000 Ibs. instead of 24,000 as heretofore. 

The new rate on emigrant movables from St. Paul to Win- 
nipeg is 76c. per 100 Ibs., or $63 per carload. 

Southern Freight Rates. 

A dispatch from Chattanooga, Tenn., April 21, says: ‘‘ Ata 
recent meeting of General Managers rates were adjusted so 
that freights from Cincinnati and beyond eould be rebilled 
at Chattanooga and shi, ped South at through rates. Dealers 
could purchase Western grain and have it rebilled to Augusta, 
Atlanta, or any point south to which rates are given as cheap 
as if shipped direct to those points. Orders were received 
to-day to put the new rates into effect. The formation of 
these rates is the result of agreements between the Western 
& Atlantic and the East Tennessee roads.” 


Florida Winter Travel. 

North-bound trains are crowded daily with people who had 
spent the winter in Florida and at New Orleans. The Florida 
travel increases every year. There are 15 large hotels in 
Jacksonville. Comparisons of the number of names on the 
registers during the months of October, November, Decem- 
ber, January, and February give some interesting informa- 
tion. The following is the result of a count recently made 
of the number of visitors : 


1882-83. 1883-84. 1884-85 
ee ee ee ey 1,124 1,829 3.581 
November ..............++ 2,200 3,139 4,350 
December................. 3,551 5,751 6.873 
EN io icas i a riseanehnee 8.591 10,064 9,154 
PE Reiatsce: Sécnases 9,410 10,574 12.114 
| errr ers eer 24,911 31,357 36,072 


These figures show how the Southern winter travel is in- 
creasing. It is claimed that they do not begin to represent 
the number of persons who have arrived there, for there are 
boarding houses sufficient to accommodate very nearly as 
many persons as the hotels represented in the table that have 
been full all winter, to say nothing of the thousands who pass 
through without stopping.—Savannah News. 


A New Enterprise. 

Messrs C. A. Burt & Co., No. 137 Broadway, New York, have 
organized for transacting a general transportation business, 
securing facilities and rates for shippers and obtaining 
freights for railroads. They issue insurance certificates on 
all classes of merchandise between any stations, protected by 
unlimited open policies of reliable insurance companies, in 
such a form as to protect the shipper and secure the rail- 
roads from expense and annoyance in the adjustment of 
losses. The firm also act as agents for insurance of railroad 
rolling stock, stations and property. 


Chicago Lumber Shipments. 
The sales and shipments of lumber from Chicago were un- 
usually small in January and February, but they revived in 
Mafch, when they were 142,395 M feet against 127,923 last 
year. Yet-thestock on hand April 1, was the largest eve; 
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known, amounting to 438,422 M feet, against 370,462 last 
rer and 412,007 in 1883, when it was larger ti ever 
ore. 








RAILROAD LAW. 


The Mississippi Railroad Commission Law. 

A dispatch from Vicksburg, Miss., April 20, says: ‘‘ The 
Supreme Court of Mississippi at Jackson to-day decided the 
various railroad supervision cases in substance as follows : 
The opinion in the case of the Yazoo City Railroad, which is 
wholly operated in the state, decides that the supervision of 
that railroad is exclusively in the state. The Court says in 
regard to other lines that every railroad train from the time 
it enters the state until it leaves the same is controlled by the 
state law and police regulations, and not by the General Gov- 
ernment, provided only that this power is impartially exer- 
cised and without disturbing commerce. The right]to affix 
their own tariff when within fixed limits is a vested franchise 
right, and will be upheld up to the maximum of the limit 
granted in the company’s charter; subsequent legislation can- 
not restrict it where no maximum rate is provided in the 
charter, but only a provision that the company shal! have the 
power of affixing the same, and then the charges must be 
placed at a reasonable and fair rate, and if the Rai Com- 
mission does not concur in this view, an an could be made 
to the courts. Substantially a Railr Commission is a 
legal tribunal, but its power to act is modified more or less by 
each specific charter, and the general appeal is to the courts 
against any arbitrary abuse of its powers.” 











OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—At the annual meet- 
ing in Topeka, Kan., April 16, resolutions were adopted 
authorizing the consolidation of the Kansas Southern, the 
Kansas City & Emporia and the Southern Kansas companies 
(all owned by the Atchison, Topeka & Santa Fe) into one cor- 
poration to be known as the Southern Kansas. 


Boston & Lowell.—The Boston Advertiser of April 22 
says: ‘* The report that the Boston & Lowell has formed a 
line from Portland to Chicago, via the Portland & Ogdens- 
burg, the St. Johnsbury & Lake Champlain, the Ogdens- 
burg & Lake Champlain, the Rome, Watertown & Ogdens- 
burg, etc., is denied officially. The rumor doubtless grew out 
of a visit to Portland by two prominent officials of the m & 
Lowell, the establishment of cordial relations between them and 
Gen. Anderson, the Receiver of the Portland & Ogdensburg, 
and the fact of their company’s acquisition of the St. Johnsbury 
& Lake Champlain places it in a position to organize 
such a line when the roads beyond are ready to co-operate. 
As the Central Vermont controls the Ogdensburg & Lake 
Champlain, it is hardly probable that such a line will be 
formed against its consent, and that consent, the same report 
states, was withheld last year.” 


Central Massachusetts.—A call has been issued in 
Bostou by a number of stockholders for a special meeting of 
the stockholders to consider what can be done to preserve the 
ates | and to put it to some use. The call is not ac- 

nowledged by the officers of the com ; 

The officers of the Fitchburg Co. say that it is not true that 
they offered to lease this road for 2214 per cent. of the gross 
earnings. They say that their offer was to operate the road, 
but that they would not agree to pay any rental for it. 


Central of New Jersey.—The Treasurer gives notice 
that the coupons, which were due April 1, on the consolidated 
mortgage bonds, and which were not then paid, will be paid 
now on presentation at the office in New York. 


Central and Southern Pacific.—The lease of the Cen- 
tral Pacific Railroad to the new Southern Pacific Co. has 
been made public. Omitting the formal parts end legal ver- 
—- as far as possible, the essential points of the lease are as 

ollows : 

This agreement, made and entered into this 17th day of 
February, 1885, between the Southern Pacific Co., a corpora- 
tion duly organized and we under the laws of the state 
of Kentucky, and now doi: usiness in the state of Cali- 
fornia, and the Central Pacific Railroad Co., a corporation 
duly formed and existing under the laws of the state of Cali- 
fornia and the United States, witnesseth etc., etc. 

Now therefore, to accomplish the purposes aforesaid, in 
consideration of the premises and of the mutual promises 
herein, the said Central Pacific Railroad Co. hereby leases to 
the said Southern Pacific Co., for the term of 99 years from 
April 1, 1885, the whole of its railroad, situated in the terri- 
tory of Utah and states of Nevadaand California, and known 
and designated as the Central Pacific Railroad, a with 
all the branches thereof, together with all the ing stock, 
telegraph lines, steamboats, wharves, piers, depots, work- 
ae gs and all their property, real and personal, now owned, 
held and possessed by the said Central Pacific Railroad Co. 
and used upon, or in connection with, said railroad and tele- 
graph, together with all the appurtenances thereunto belong- 
ing, with the right to possess, maintain, use and operate and 
enjoy the said property, and to receive the rents, issues and 
profits thereof. 

And the said Central Pacific Railroad Co. hereby assigns 
to the said Southern Pacific Co. all the leases which it 
now holds of railroads and other property situated in said 
state of California, and lying and being north of the town of 
Goshen, in the county of , with the right to take, hold, 
operate, maintain and enjoy said railroads and other property 
in the same manner as the said Central Pacific Railroad Co. 
holds, operates, enjoys and maintains the same under the 
said leases, and with the right to receive the rents, issues and 
profits thereof. 

And the said Central Pacific Railroad Co. hereby releases 
the Southern Pacific Railroad Co., a corporation formed aud 
existing under the laws of the United States and of the state 
of California, and the Southern Pacific Railroad Co., a cor- 
poration formed and existing under the laws of the territory 
of Arizona, and the Southern Pacific Railroad Co., a corpo- 
ration farmed and existing under the laws of the territory of 
New Mexico, and each of them, from all and every obligation 
under or by virtue of any and every lease made by said three 
last-mentioned railroad companies, or-either of them, to the 
said Central Pacific Railroad Co.. and transfers and surren- 
lers unto the said Southern Pacific Co. the possession of all the 
property in said leases, or any of them mentioned or de- 
scribed, with the right to receive the rents, issues and profits 
thereof, free from all claim of the said Central Pacific Rail- 
road Co. to the same or any part thereof. 

* * * * * * * 

And the said Southern Pacific Co. hereby agrees to and 
with the said Central Pacific Railroad Co. that it hereby 
assumes and will discharge all the liabilities and obligations 
of every kind (inckading its obligations on leases now held by 
it) of the said rai/road company, except the o tion to pay 
the principal of saiu railroad company’s indeb . known 
as its floating debt, and except the obligation to pay the prin- 
cipal of the indebtedness of said railroad 
its bonded indebtedness, now outstanding and secured by 
mortgage or deed of trust, or which may be hereafter in- 





curred under the provisions of any existing mo 
of trust, or of any mo or deed of trust hereafter made 
with the consent of the thern Pacific Co., and except the 
—- of all indebtednes the payment of which has 
eretofore been guaranteed by the Central Pacific Railroad 
Co.; and except the principal of the indebtedness of the 
said Central Pacific Railroad Co., evidenced by bonds of the 
United States, heretofore by the Government thereof loaned 
to the said Central Pacific Railroad Co. That as to such 
excepted indebtedness the said Southern Pacific Co. will pay 
off and discharge at maturity the interest upon the same, 
except the interest upon the bonds of the United States, 
loaned as aforesaid, and that as to such bonds and the inter- 
est thereon the said Southern Pacific Co. will discharge the 
annual obligations imposed upon said Central Pacific Rail- 
road Co. by existing acts of ee and will, during the 
continuance of this agreement, fully comply with the terms 
of, perform all the duties prescribed in, and discharge all the 
obligations imposed upon said Central Pacific Railroad Co. by 
the act of Con commonly known as the Thurman act. 

And the said Southern Pacific Co. hereby agrees to and 
with the said Central Pacific i Co. that it will well 
and truly perform all the duties and obligations of said rail- 
road company to the United States and the Government 
thereof under existing acts of Congress relating to the main- 
tenance and operation of its railroad and to a 
for said Government over the same as fully and faithfully as 
said railroad company is bound to do, except as otherwise 
hereinbefore provided. * * * 

And the said Southern Pacific Co. hereby agrees with the 
said Central Pacific Railroad Co. that during the continu- 
ance of this lease it will annually, on the first Monday in 
Mey, oy to the said Central Pacific Railroad Co., as guar- 
an —— wd said Central —_ By oy! and _ 

ro or the year ending on st day of December 
Peet procodin that date, the sum of $1,200,000. 

And the said Southern Pacific Co. hereby further in this 
behalf agrees with the said Central Pacific Rai Co., that 
if the earnings of the said Central Pacific Radroad, and of 
the railroads situated north of Goshen now held by the said 
Central Pacific Railroad Co. under leases, shall in any year 
during the continuance of this agreement exceed all expendi- 
tures, —_ and disbursements of every kind made by 
the said thern Pacific Co. for such year in operating, 
maintaining, adding to and bettering the same, and of all ex- 
= payments and disbursements made on the said 

uthern Pacific Co. for taxes, rentals, interest and in dis- 
charge of any of the obligations by said Southern Pacific Co. 
incurred by the ment, as heretofore provided, including 
the said sum of $1,200,000, then such excess for any such 
not exceeding the sum of $2,400,000 shall on the first 

onday in May, as aforesaid, be paid to the said Central 
Pacific Railroad Co. 1,28 additional rental for such year. 
* % 


or deed 


* 


And it is further agreed between the said Southern Pacific 
Co. and the said Central Pacific i Cvu., that if any 
legislation or government action hereafter be had which in the 
opinion of the Southern Pacific Co. is in hostility to the said 

entral Pacific Railroad Co., its rights, or the property hereby 
leased, the said Southern Pacific Co. may, on notice to the 
said Central Pacific Railroad Co., terminate this agreement, 
or may submit to arbitrators, in the manner and with the 
effect hereinbefore provided, for changes and revisions. 


Chicago, Milwaukee & St. Paul.—Notice is given 
to holders of Chicago, Clinton, Dubuque & Minnesota bonds, 
of the series issued Jan. 1, 1880, that those bonds will be re- 
deemed at 10214 on July 1 next, at the office of Lee, Higgin- 
son & Co., in ton, and that interest on said bonds will 
cease from that date. Holders have the option of turning in 
these bonds at 1021, and interest to July 1, and receiving in 
exchange Dubuque Division bonds of the Chicago, Milwaukee 
& St. Paul Co. at 10814 flat. There are about $655,000 of 
these bonds outstanding by the latest report. 


Cincinnati, Hamilton & Dayton.—A statement sub- 
mitted to the board shows that the earnings of this road for 
the year endi March 31 (March partly estimated) were 
$2,833,371. e expenses were $1,849,269, leaving the net 
earnings $984,102. After deducting fixed charges and the 
dividends paid in October, there remains a surplus of $215,- 
336 for the year. 


Cincinnati, New Orleans & Texas Pacific.—A 
short time ago the locomotive engineers on this road sent a 
committee to the General Manager asking for an increase 
and adjustment of wages. After a short delay their request 
was granted, and the wages have been fixed at 3 cents per 
mile on mger trains and 4 cents on freight trains ; the 
old rate ovine nm 21¢ and 314 cents. The ee of engi- 
neers on construction and switching engines are adjusted 
in accordance with the above rate. 


Columbia & Puget Sound.—This company has just 
completed an extension of its road from the former terminus 
at Black Diamond, Wash. Ter., along Cedar River to Frank- 
lin, a distance of 3 miles. There is coal all along the line, 


and at Franklin a new mine has just been opened and is to] 


be extensively worked. Franklin is 33 miles from the sound 
terminus at Seattle. It will f pope d be the terminus of 
this line, as the country beyond is panne | rough and the 
construction of a railroad would be very difficult. 


Danville, Olney & Ohio River.—The Special Master 
has filed his report in the foreclosure suit in the United 
States Circuit Court at Springfield, Ill. He states the ac- 
counts allowed are as follows: Receivers’ certificates of in- 
debtedness, with interest, $142,714; six months’ claims, 
$59,981 ; Receivers’ general indebtedness, $12,575 ; bonded 
debt of the company, $950,276; total, $1,160,547. The 
claims disallowed amount to $58,435, and those pending and 
undetermined to $40,773. The latter class includes 419 
to the Danville & Olney Equipment Co., and the remainder 
is for services of trustees, Attorney and President, and 
amounts claimed to be due the counties of Jasper and Rich- 
land for taxes. 


Denver & Rio Grande.—At a meeting of holders of 
consolidated bonds in New York, April 16, a committee was 
appointed to co-operate with the trustees, to examine into the 
condition of the company. and to make recommendations as 
to the reorganization. The meeting then adjourned for one 
week to await the arrival of the representatives of the foreign 
bondholders, who are now on their way to this country. 


Evansville, Washington & Brazil.—Three townshi 
on the line of this road have voted to levy a tax in aid of the 
line which is to follow the old Wabash & Erie canal, from 
Washington, Ind., to a where it will connect 
with the Terre Haute & Southeastern road. Other towns 
are expected to take the same action. 


East Tennessee, Virginia & Georgia.—The case as 
to the appointment of a receiver of the road in Georgia came 
up before the Superior Court in Atlanta, April 18. All par- 
ties interested were represented | Remy After hearing 
arguments, the Court postponed case for further hearing. 
The Ju announced that he would not hear any motion for 
the appointment of a receiver until the question as to the right 
of ion between the state and the federal court is 














The i for March and the nine months of the fiscal 
year from July 1 to March 31 have been : 
’- March = ——Nine months.-—-— 
. 1884. 1884-85. 1883-84. 
Earnings .... ... $324,400 $331.108  $3,052.963 $3,278,473 
Expenses ...... 239,519 182,78 1,828,240 1,865,448 
Net earnings.. $84,881 $148,220 $1,224,723 $1,413,025 


For the nine months there was a decrease in gross rio 2 
of $225,510, or 6.9 per cent. ; a decrease in expenses of $37,- 
208, or 2.0 per cent., and a resulting decrease of $188,308, 
or 13.3 per cent., in net earnings. 


Florida Midland.—The work is oy pg on the - 
ing of this road from Apopka, Fla., to e Eustis. About 
6 miles are now completed. 


Grand Rapids, Centralia & Marshfield.—This com- 

y has been organized to build a railroad from Centralia, 

Vis., northward, by way of Vesper and Marshfield to Lake 
Superior, a distance of about 200 miles. 


Gulf, Colorado & Santa Fe.—An effort is being 
made to induce this cme to extend its road from Lam- 
pasas, Tex., by way of San Angelo to Colorado City, instead 
of building the proposed line from Lam: s to Brownwood. 
Inducements in the way of local subscriptions are offered for 
the construction of the proposed line. 


Hartford & Harlem.—Ata meeting of the Loard in 
Hartford, Conn., last week it was resolved to resume work on 
the proposed line of the road as early as possible. A com- 
mittee of three directors was appointed to make the necessary 
arrangements and to superintend the work. 


Highland Junction.—This company early in the session 
petitioned the Massachusetts Legislature for a state guarantee 
of the bonds which it proposes to issue to build its road, which 
is to connect the New York & New England with the lines 
west of the Hudson by a bridge over that river at the head 
of the Highlands. Efforts were made to work up public in- 
terest in the matter, but without much success, and the Rail- 
road Committee now reports to the Legislature that the 
petitioners ‘‘ have leave to withdraw”—which is a rejection 
of their petition. The Committee was unanimous in its re- 
port. 


Illinois Central.—This company’s engineers have com- 
pleted preliminary surveys of two lines for the proposed ex- 

msion of the Yazoo City Branch to Memphis, Tenn. One 
line follows the foot of the high lands on the western border 
of the Yazoo bottom to Bee Lake, and thence by Bee and 
Tchula lakesand Horn Lake to Memphis. The other line 
runs west of the Yazoo River through the bottom lands be- 
tween that river and the Sunflower. The last-named line is 
the most direct and the chea ; but the other passes through 
a better and more thickly inhabited country. 


Illinois Midtand.—It is reported that arrangements are 
being made to buy this road in the interest of the Central 
Iowa Co. at the coming foreclosure sale. 


Jacksonville, St. Augustine & Halifax River.— 
Work has been begun on the extension of this road from its 
present terminus on the outskirts of St. Augustine, Fla., into 
the city. The extension will be 144 miles long, and the new 
terminus will be in the centre of the city, close to the old 
fort. A large and convenient station will be built at the new 
terminus. 


Lehigh Valley.—This company has lately sold $1,800,- 
000 in bonds, part consolidated 6s and part m & Am- 
boy 5s, to Drexel & Co., of Philadelphia. Most of the bonds 
have already been sold by those bankers to local investors. 


Maricopa & Phoenix.—This company has been organ- 
ized to build’a railroad from the Southern Pacific at Mari- 
copa, Arizona, northward to Phoenix, about 30 miles. The 
line is part of the projected Arizona Central road. 


Marquette, Houghton & Ontonagon.—The trans- 
fer of the Marquette & Western road to this company under 
the agreement lately made has not yet taken place, but will, 
it is understood, be made by May 1. Some changes in the 
workings of the road will probably be made. The Marquette 
& Western will be used, it is said, as a — line princi- 
pally, freight continuing to run on the old tracks. The two 
roads are closely parallel and can be used in effect asa double 
trac 


It is said that this company will begin work shortly on a 
branch or extension of its line into Ontonagon County, Mich., 
for the — of reaching the Agogebic and Penokee iron 
ranges, and competin with the Milwaukee, Lake Shore & 
Western for the iron business from that district. 


Mexican Central.—The earnings of this road for the 
quarter ending March 31 were: 





Earnings. Expenses. Net earnings. 

January ................«. $318,9 $161,178 $157,754 
ae 282,747 156.925 125,822 
DEE Gissets eebivie siase 360,600 172,000 188,600 
Three months........... $962,27: $490,103 72,176 


The receipts on subsidy account for the quarter were $273,- 
692, making a total of $3,379,705 subsidy received up to date. 


Minneapolis, Sault Ste. Marie & Atlantic.—The 
contract for the extension of this road from Bruce, Wis., 
eastward, has been let to Henry & Balch, of Ley ay 
Minn. They are now at work on the bridge over the Chi 
pewa River, and expect to have a large force at work on the 
grading by the end of this month. 

The company is also asking for bids on the ing of the 
line from the Sault Ste. Marie westward to the crossing of 
the Detroit, Mackinac & Marquette road. 


Missouri Pacific.—The difficulty between this company 
and its locomotive engineers has finally been settled by an 
ment between the company and the committee repre- 
senting the engineers. The eontract ap lies to the Missouri 
Pacific and all its leased and controlled lines, and tothe Texas 
& Pacific, and contains a number of articles. It provides 
that no engineer shall be discharged or suspended except for 
cause, and if the engineer discharged or s nded believes 
such action to be unjust, he may demand an investigation by 
the Superintendent, the Master Mechanic and an engineer to 
be designated by himself. Freight engineers are to be paid 4 
cents per mile, and passenger engineers 3!¢ cents, 100 miles to 
constitute a day’s work. On freight runs of 100 miles or 
less taking over 10 hours, ail over-time shall be paid for at 
35 cents per hour. Engineers on construction trains are to 
be paid $3.50 per day; on yard engines, $80 per month, 12 
hours to constitute a day’s work. The time of engineers is to 
be taken from the round-house register, and not 
from the train-sheet. It is - vided A the 
right to regular engines or runs govern Vy se 
abrity and capacity in the regular service ; and that the 
company shall not employ any more extra engineers than are 
necessary to move the traffic with regularity and dispatch. 
It is agreed that no fine shall be imposed on engineers for 
loss or breakage of tools, for damage by accident to rolling 
stock, or for live stock killed or injured. Engineers agree on 
their part to take the best possible care of tools, and to use 
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their best efforts to avoid accidents and damage. Both 
parties agree to carry out this contract until reasonable notice 
shall be given for its termination, 

The long pending suit of the Pacific Railroad Co., of 
Missouri, against this company, brought to set aside the fore- 
closure sale under which the present company acquired title to 
the road, came up in the United States Circuit Court in St. 
Louis, April 21, and by consent of all parties the suit was 
dinaineell This ends the litigation, and leaves the title of the 
Missouri Pacific Co. to the road un-touched. 

This action in the dismissal of this suit was the result of 
the settlement of the complicated litigation ar aa known 
= the epee case, =, has been before ti “ — 

or nearly ten years past. is suit was originally brought 
by Peter Maria and others against C. K. Garrison, to compel 
him to fulfill a contract to give the plaintiffs stock of the 
Missouri Pacific Co. in place of stock of the Pacific Rail- 
road Co., of Missouri, which they formerly held. Their 
claim was that they had withdrawn their ee to 
the foreclosure of the third mortgage on the Pacific road 
on condition that Mr. Garrison would buy in the mortgage 
property, reorganize the company and give them a cer- 
tain number of shares of its stock. Mr. Garrison bought the 
road and grt pens the company, but declined to give them 
any stock, and subsequently sold the road to Jay Gould. The 
suit is now closed by a compromise under which the plaintiffs 
receive $1,000,000 in cash, accepting it in full satisfaction of 
all their claims and withdrawing the suit. Of the money 
paid, it is understood that one-half is furnished by Mr. Gar- 
rison.and the other half by Mr. Gould as representative of 
the Missouri Pacific Co. 


Nashville, Chattanooga & St. Louis.—This com- 
pany’s statement for March and the nine months of the fiscal 
year from July 1 to March 31 is as follows: 


-——-Marech.—-— ——-Nine months.—--— 





1885. 1884. 1884-85. 1883-84. 

Earnings............- $186,737 $206,819 $1,760,142 $1,831.212 
BENONSES. 666s. cccces 111,070 118,880 1,011,063 999,72: 

Net earnings.... .. $75,667 $87,939 $749,079 $831,484 

Tnterest GG TAMAS. 2... cess cesescecess secce SOUREeD 497,707 

Dnt eR .... $235,886 $333,777 


This shows for the nine months a decrease in gross earn- 
ings of $71,070, or 3.9 per cent.; a decrease in net earnings 
of $82,405, or 9.9 per cent., and a decrease of $97,891, or 
29.3 per cent., in the surplus over fixed charges. 


Nebraska, Kansas & Pan-handle.—This company 
has filed articles of incorporation to build a railroad across 
the state of Kansas from the Nebraska line, in Jewell 
County, to the southern line of the state in Mead County, 
with a branch from a — in Rice County to a point in 
— County. he principal office is in ichita, 

ansas. 


New York, Chicago & St. Louis.—The committee a 
= by the first-mortgage bondholders has appointed Mr. 

. C. Reiff secretary. is address is Box 3105, New York 
City, and holders of bonds are requested to send him their 
addresses and the numbers of the bonds held. 

In Cleveland, O., April 20, the trustees under the equip- 
ment mortgage filed a petition asking the Court to direct 
the Receiver to pay them $140,000 unpaid rental of equip- 
ment, and also to insure such rented equipment against loss 
by fire in accordance with the contract. 

The Union Trust Co. of New York filed an amendment to 
the ap rope under which the Receiver was appointed, in 
which it says it does not desire to prosecute the foreclosure of 
the second mortgage to the exclusion of the Central Trust 
Co., trustee under the first mortgage. 

The New York Evening Post says : ‘‘ The Lake Shore Co., 
being the owner af more than one-half of the stock of the 
Nickel Plate Co., which was organized under the laws of 
Ohio, is legally liable, under the constitution of that state, 
for its proportion of all the debts, embracing any deficiency 
or unsatisfied judgment upon foreclosure of the first-mortgage 
bonds, or any other debts of the Nickel Plate Co. The pro- 
visions of the constitution in this respect have been affirmed 
and are now in force. 

** Under these it was held in the case of Ulmstod vs. Buskirk, 
17 Ohio, 116, that ‘ stockholders of railroad corporations are 
individually liable. They are not assessed by the corpora- 
tion.’ ‘The corporate authorities have no control over this 
liability.” In Brown vs. Hitchcock, Ohio State Report, page 
667, it was held that the liability is not a primary fund, but 
a collateral security. ‘It attaches at the time the debt was 
contracted. The liability is not discharged by subsequent 
assignments of the stock, but successive assignees impliedly 
undertake to indemnify original holders.’ 

‘* As soon as the Lake Shore has paid its proportion, the rest 
of the stockholders will be hunted up and made to pay up.” 


New York, West Shore & Buffalo.—The committee 
appointed at the New York a taken no action as 
yet, although three or four plans have been submitted to 
them. All the plans thus far considered provide for retaining 
the } nce power in the hands of the first mortgage bond- 
holders. 

A meeting of the holders of the bonds resident in Phil a- 
deiphia, was held in that city April 20, a considerable 
amount being represented. The counsel for the trustee was 
present,‘and explained the action heretofore taken by the Re- 
ceivers and also the plan of reorganization which been 
submitted. After considerable discussion, resolutions were 
adopted appointing a committee of three, with instructions to 
coéperate with any or all other committees to protect the in- 
terest of the first mortgage bondholders. 

At the Philadelphia meeting the following statement was 
presented as to the: disposition to be made of the issue of 
$25,000,000 new first-mortgage bonds proposed under the 

lan of reorganization: 


I et Rese eee cc sass. asia)’ ep een nnad $3,500,000 
Absolute title to» equipment.................. ... 3,850,000 





Purcbase money of station grounds. .... ....... 500,000 
RG ME III on: cba ce cd noa she: (08oecircecs:sreuase ss 175,000 
— NI soit Bian Ma eee a aAealis do seinacsau, ach 75,00 
NG ask dad sh adaonnb@n camer eoantaces bins 0! 


400. 
ta ER i RR A Dg, SE 2,500,000 
Se ee IS a oh ac cuacecees, Saenkcaneseccun os . 8,000,000 


To complete terminals ... 00. ........ 00 ceeeeeee eee ,000,000 
AGT IED 6 oi nin5 5d caceecceset ices cecccet vce 1,000,000 
COMER II ox iia oa ese RSM ER Kil sce eciececencowic 2,100,000 

ali eg ie 2 allt tA a PE $25,000,000 


Some of these items, such as the Receivers’ debt and the 
amount required to complete the road, cannot, of course, be 
definitely determined, but it is believed that the amount for 
contingencies will be sufficient to cover any excess. 


Pacific Mail Steamship Co.—An agreement has been 
concluded under which the old contract with the railroads on 
Pacific Coast business will remain in force until July 1. By 
= time it is thought that a permanent contract will be 
made. 


Pennsylvania.—The statement of the business of al llines 
east of Pittsburgh and Erie for March, 1885, as compared 
with the same month in 1884, shows a decrease in earn- 
ings of $367,253, a decrease in e of $123,811, anda 
decrease in net earnings of $243,442. The three months of 
1885 as compared with the same period of 1884 show a de- 


crease in gross earnings of $1,014,997, in expenses $301,904, 
and in net earnings $713,093. 
This statement gives the following figures : 














March. -——-Tbree months .-—— 

1885. 1884. 1885. 1884. 
Earnings ...... $3,635,374 $4,002,627 $9,988,587 $11,003,384 
Expenses...... 2,474,265 2,598,076 7,006,625 7,308,529 
Net earnings.$1,161,109 $1,404,551 $2,981,962 $3,695,055 
Per. ct. of exps. 68 64.9 70.1 66.4 


The decrease for the month was 9.2 per cent. in gross and 
17.3 per cent. in net earnings ; for the quarter, 9.2 per cent. 
in a_— and 19.3 per cent. in net earnings. 

All lines west of Pittsburgh and Erie for the three months of 
1885 show a deficiency in meeting all liabilities of $320,240, 
— i. gain as compared with the same period of 1884 of 


Philadelphia & Reading.—The United States Cir- 
cuit Court has referred the bill for the foreclosure of the 
general mortgage to a special master, with directions to take 
testimony and report in 30 days. 

The Master in the case of the application of the Schuylkill 
Navigation Co. for an order to compel the Receivers to pay 
rental, reported in favor of dismissing the petition, holding 
that the Receivers should be required to pay to that company 
only such amount as might be earned by its property. 


Pullman’s Palace Car Co.—The adjourned meeting 
of the stockholders of the Central Transportation Co. was 
held in Philadelphia, April 20. The committee appointed to 
consider the modified lease of the company’s property to the 
Pullman Co. presented a report showing that under the agree- 
ment the stockholders would receive for their 44,000 shares 
11,000 shares of Pullman stock, and the Pullman Co. would 
receive $661,000, the surplus of the Central Transportation 
Co. Under the proposed modified lease, stockholders would 


3 receive about 144 per cent. yearly upon the par value of their 


old stock. The committee recommended that the modifica- 
tion of the lease be not approved. After a long discussion the 
report of the committee was accepted, and a stock vote be- 
ing taken on the question of approving the lease it was re- 
jected by a vote of about 11 to 1. 

It is said that the Pullman Co. will refuse to continue the 
payment of rent under the old lease, and that litigation will 
probably result. 


uincy, Missouri & Pacific.—The Court has author- 
ized the transfer of this road, which has been for some'time 
past leased by the Wabash, St. Louis & Pacific, to a com- 
pany known as the St. Joseph & Quincy, which offers to as- 
sume the lease and also to pay the overdue coupons of July 
1, 1884, and Jan. 1, 1885. The transfer is to be made within 
60 days, and any exception to the order must be filed within 
60 days from its date. 


Reading & Pottsville.—Contracts have now been let 
on all the grading of this road from Pottsville, Pa., to Mill 
Creek crossing. The contractors are E. J. Gaynor and 
Thomas F. Kerns, of Pottsville; Thomas Caven, of Washing- 
ton, and Drake, Stratton & Co., of New York. Contracts 
have also been let for nearly all the grading between Reading 
and Port Clinton, the principal contractors being Charles 
McFadden, of Pottsville; Nolan & O’Reilly, of Reading; A. 
Keller, of Lancaster, and John T. Dyer, of Norristown. 
Work will soon be in progress on the whole line from Reading 
to Pittsville, with the exception of a few sections where work 
is very light. 


Rome, Watertown & Ogdeusburg.—The consolida- 
tion of the Oswego Bridge Co. with this company has been 
approved by the stockholders of both corporations. The 
Oswego Bridge Co. built the bridge at Oswego, and has al- 
ways been controlled by the Rome, Watertown & Ogdens- 
burg, so that the consolidation is purely formal. 

The earnings of this road for February and the five months 
of the fiscal year from Oct. 1 to Feb. 28 were : 


——-February.—-— -——Five months.—-. 
1884 








- 1888. 4 1884-85. 1883-84. 
ee $93,745 $110 508 $680,001 $645,371 
Expenses............ 88,218 84,316 470,628 468,960 

Net earnings.... .. $5.527 $26,192 $209,373 $176,411 
Per cent. ofexps.... 94.2 76.3 69.2 72.7 


For the five months the gross earnings increased $34,630, 
or 5.4 per cent., and the expenses $1,668, or 0.3 per cent. ; 
the result being a gain in net earnings of $32,962, or 18.7 

r cent. The decrease in earnings and increase in expenses 
in February were due to snow blockades, 


St. Joseph & Western.—The Bondholders’ Committee 
state that $8,500,000 out of the $10,300,000 outstanding 
have been assented to the plan of reorganization. Holders of 
stock of the company, of stock and bonds of the St. Joseph & 
Pacific, and of stock and bonds of the Kansas & Nebraska 
are requested to deposit them with the Central Trust Co., in 
New Tox, on or before May 9, receiving negotiable receipts. 
The assessment to be paid is one-half of 1 per cent. on stock 
and 1 per cent. on bonds. The committee reserves the right 
torequire an increased assessment upon all securities not de- 
posited on May 9. 


St. Louis, Fort Scott & Wichita.—This road is now 
completed to sy in Harper County, Kan., near the In 
dian Territory line. The new terminus is 21 miles beyond 
the old terminus at Argonia, 60 miles southwest from 
Wichita, and 218 miles from Fort Scott. Regular trains 
have begun to run through to Anthony. 


Securities on the New York Stock Exchange.— 
The Governing Committe has placed the following securities 
on the lists at the Stock Exchange: 

Atchison, Topeka & Santa Fé, $2,500,000 additional 
sinking fund secured 6s, making $12,348,000 listed. 

East Tennessee, Virginia & Georgia, $217,000 divisional 
5s, making $2,867,000 now listed. 

Louisville & Nashville, $387,000 additional 10-40 adjust- 


00 | ment 6s, making $3,000,000 listed in all. 


New York & New England, $2,000,000 additional first 6s, 
making the whole $10,000,000 now listed. 


Superior, Hayward & Southern.—This company 
has been organized to build a railroad from Superior, Wis., 
by way of Hayward to Chippewa Falls, about 140 miles: 
with branches}from Hayward to the Minnesota line, 40 miles, 
and from the same place to the Wisconsin line, 120 miles. 


Susquehanna & Delaware River.—A bill in equity has 
been filed in the Philadelphia Court of Common Pleas by this 
company against the —— & Berks Railroad Co., John N. 
Hutchinson and others. The suit is brought to the test title to 
the property of the old South Mountain Railroad Co. This road 
was never finished, but the property of the company, consist- 
ing of franchises, right of way and some graded road-bed, 
was three times sold under sheriff sale. The Susquehanna & 
Delaware Co. claims title under the first and second sale, 
while the Dauphin & Berks Co. claims it under the third and 
last sale, which the _— in the present suit claims to have 
been illegal and void. 


Southern Pacific Co.—A statement issued by President 
Stanford, of the new Southern Pacific Co,, gives the follow- 





ing statements: .The organization was effected Aug. 14, 
1884, $1,000,000 having been paid in upon the capital stock. 
Since that date the stock has been fixed at $100,000,000, of 
which thre has been disposed of for the purchase of obliga- 
tions of other companies, $85,637,300. The company has 
acquired upon favorable terms the stocks and bonds of the 
following companies, giving substantially the entire owner- 
ship of the properties: 





No. of Name of Par Total Stock 
Shares Corporation. Value. of Company. 
433,64014 Southern Pacific of Cal.... $45.364,050 $44,039,100 
129,900 Southern Pacific of Ariz... 19,991),000 19,995,000 

66,888 Southern Pacificof N.M... 6,688.800 6,888,800 

40,627 Morgan’s Louisiana & Tex. 4,062,700 5,000,000 
258,120 Galveston, Harris & San 

CD ees ks aera 25,812,000 27,085,100 | 

39,840 Texas & New Orleans...... 3,984,000 5,000,000 

26,880 Louisiana Western........ 2,688, 3,3€0,000 

3,377 Mexican International.... 3 337,700 4,922.100 
1,099,272% Total stocks........... $109,.927,250 $116,290,100 
Bonds. 
1,110 Galveston, Harrisburg & 
San Antonio. Western 
Division, 6 per cent...... $1,110,000 


Grand total $111,(37,250 

The company has issued no bonds, and has incurred no 
debt or obligations beyond the month’s current pay-rolls, sup- 
ply bills, and engagements incident to operating its leased 
roads and water craft. The lessor companies are to receive 
asrental percentages of the entire surplus net profit accru- 
ing to the lessee, distributed annually in the following pro- 
portions : 


Per cent. 
Southern Pacific Railroad Co. of California................ 2614 
Southern Pacific Railroad Co. of Arizona...............+..+ 12 





Southern Pacific Railroad Co. of New Mexico.............. 4 
Galveston, Harrisburg & San Antonio Railway Company. .1614 
Texas & New Orleans Railway Company.............. «+++ 7% 
Louisiana Western Railroad Company................-++++ 3 
Morgan’s Louisiana & Texas Railroad & S. S. Co.........- 22) 

In regard to the lease of the Central Pacific Railroad Co. 
the report says: ‘‘ Provision is made, however, that if at any 
time, through a changed condition of affairs, the terms of the 
lease appear to be operating unjustly, or that one of the 
parties is being benefited at the expense of the other, the 
terms may be readjusted by friendly arbitration, the effect 
and purpose of the contract being their mutual protection 
and benefit under such conditions as shall be equitable and 
just between them.” 

The roads operated, main line, branches, and tributaries 
under lease aggregate about 4,630 miles, the gross earnings 
of which (exclusive of land sales and income from sinking 
funds and investments) were in round numbers in 1883 
$34,500,000 and in 1884 $30,000,000. The report con- 
cludes: ‘Holding and controlling what is virtually the 
shortest road across the continent for freight purposes on 
United States territory, the advantages of the Southern 
Pacific Co., including its steamship connections, are such as 
to challenge the attention and oe of all other competing 
lines. Its railroads and their feeders traverse a territory at 
present only sparsely settled, but possessing a fertile soil and 
a genial climate, with great capabilities as the seats of future 
population, production, mines, manufactures, anc com- 
merce. Cotton, cattle, wool, wine, fruits, and grain in 
enormous quantities can be raised in the vast area of country 
it occupies, while the precious metals in the intermediate and 
outlying territories will afford constantly increasing occupa- 
tion for your facilities.” 


Syracuse, Phoenix & Oswego.—This company has let 
the contract for the construction of its road to George Potts, 
of Ocean Grove, N. J., who agrees to have the road ‘finished 
by July. The line, which was nearly all graded 13 
year ago, extends from Syracuse, N. Y., northward to Ful- 
ton on the New York, Ontario & Western road, and the in- 
tention is to use the track of that road to Oswego. 


Troy & Greenfield.—Under the seven-year contract 
between the commonwealth of Massachusetts and the dif- 
ferent railroads using the state’s road, the operating roads 
retain 50 per cent. of the gross earnings, subject, however, to 
the arbitration of the Railroad Commissioners. The Com- 
missioners have just completed their arbitration upon the 
business of the Fitchburg road covering the mileage 
between Greenfield and North Adams for the 12 
months ending Sept. 30, 1884, and have _ submitted 
their award to the Governor and Council. The amount 
claimed by the Fitchburg management was $241,177 
and the sum awarded them by the Commissioners is $232,432, 
or 54.30 per cent. of the total gross earnings of $427,342. 
This will require the state to pay back to the Fitchburg 
$16,228 in addition to the 50 per cent. of gross earnings 
already retained. This award also covers the business of the 
other three roads running over portions of the Tunnel road, 
whose tolls amounted to about $70,000 for the year 1884, 
and upon which amounts the state will be required to pay 
back to them 4.39 per cent. or another $3,000; this, added to 
the Fitchburg award of $16,228, makes $19,228, which will 
have to be taken from the net earnings of $39,000 for the 
year. 


Wabash, St. Louis & Pacific.—In the suit brought by 
the trustees under the Toledo, Peoria & Western mortgage, 
to foreclose the first mortgage on that line, leave has been 
granted to the trustees under the second mortgage to inter- 
vene in the suit and ask for the foreclosure of that mortgage 
also. 

In the United States Circuit Court in St. Louis, April 16, 
an opinion was delivered on the application of the Receivers 
to be allowed to cease operating certain non-paying leased 
lines after May 1. The Court said that in the case of all 
leased lines whose incomes are greater than their expenses, 
the Receivers are to pay rent or interest out of the net earn- 
ings. Where the net income is not sufficient to pay full rent, 
the Receivers are to pay only such net income as rental; 
where the earnings are less than the operating expenses the 
Receivers are to pay no rental, but are to reduce the ex- 
penses as much as possible. In all cases they are to continue 
operating the lines. The Court said that the Receivers were 
appointed to keep the whole system in operation. In case 
‘are is any debt incurred in running these lines, it must be 
paid from the income of the main line, or from the issue of 
certificates. 

The Court then directed an order to be issued restoring the 
Cairo Division to its owners, pending the foreclosure pro- 
ceedings which have been brought in Illinois by the holdcrs 
of the first-mortgage bonds on that division. An application 
of the trustees to have the Receivers of the Wabash continued 
as receivers of this division under the order, was rejected. 

A motion made on behalf of the holders of North Missouri 
firsts, to exempt their property from the order making re- 
ceiver’s certificates a first lien on all property of the company, 
was refused. 

It is evidently the intention of the Court to surrender 
leased properties to the bondholders or their representatives 
where foreclosure suits are begun on the separate mortgages. 
On April 17 an order was made directing the surrender of 
the Havana Division to the trustees under the mortgage of 





that division, and authorizing them to prosecute their suit for 
foreclosure of the mortgage. 





